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n°’t Ship Your Products 
na Covered Wagon » » » 


Covered Wagon packing methods need no longer be si 
tolerated. Today modern business demands modern pack- 
aging. For that reason you will find the experience of 
Hinde & Dauch Package Engineers very helpful in solv- 7 
ing your packaging problems. They will tell you the safest and , 
THIS MERCHANDISE ° 
IS PACKED IN AN most economical way to pack and show you figures on how 
much time and money you can save as the result. This service 
is absolutely free. B Send for your copy of “How to Pack it” 
and tell us the products you manufacture. 




















The HINDE & DAUCH PAPER CO. 


Your customers know thet pro- . 303 Decatur St., Sandusky, Ohio 
ducts shipped in Boxes bearing wos consi Romy hom Ag —- —— 
this niark are packed for SAFETY! Canadian Address: Hinde & Dauch Paper Company of 


Canada, Ltd., King Street, Subway and Hanna Avenue, Toronto 









HINDE & DAUCH «%" SH 
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“Consolidated Less Than Carload Freight Transportation” 










For 
Service 
Economy 

and 
Merchandise Dependability 
Automobiles USE q 
Machinery . . wR 
Household Goods ~~» WHE National Freight Company |]. 
Import Judson Freight Forwarding Co. G. W. Sheldon & Co 
Export Offices in All Principal Cities 






“58 Years of Experience” 
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The product you sell must reach its destination with all mo. 
possible speed at least possible cost. gr 
4 SHIP 

For Speedy—Capable—Dependable service, put your a 


less than carload shipments on a STANDARD basis. vcr 


STANDARD ‘ 
CARLOADING CORPORATION * 


Offices in all Principal Cities IGE 


DOIN 
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Your Plant on 


25 Trunk Lines - - - 


“Trunk line service’’ means 
much to big industries. 


Incoming materials and outgoing products both benefit. There 
are ideal locations for an industry where not one but twenty-five 
trunk lines stand ready to bring and take shipments—from and 
to—east, south, west and north. 





Ju 
































‘~~ Twenty-five trunk lines deliver to and receive 
cars from the “Belt of Chicago” in its circuit 
of the city. On its lines every industry gets 
L the Chicago rates; its shipments save time 
because there are no congested terminals to 
work through. 


Twenty-five lineal miles of Belt Railway lie 
| directly between Chicago and its suburban 
7 area. All locations are within an hour of Chi- 
cago’s downtown district—They are close to 
the center of buying, selling and distribution, 
yet far enough out to provide acres and acres 
= of accessible, valuable land at reasonable 
prices, 


& Rates, and speed of service, from all parts of 
== the country to your plant on the Belt Railway 
* Company of Chicago are the same as direct 





line rates from and to Chicago. INDUSTRIAL 
T 
Maps and schedules will be sent on your re- DEPARTMEN 
quest. Dearborn Station 
Chicago 
Telephone Harrison 36% 
” F. J. Wasson 


sb lee | | | Te = aiff oo Se end Indut- 
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Q J. H. Brown 
Traffic — Industrial 


Manager 
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In the Field 2londay— 
On the Darket Wednesday 





FAST DEPENDABLE SCHEDULES 











DURING 1931 SHIPPING SEASON 
No. 99 Potato No. 85 
(Caravan ) Special (Nomad ) 
Lv. Norfolk, Va. 11:00 AM Mon. 7:00 PM Mon. 11:30 PM Mon. 
Ly. Petersburg, Va. 2:30 PM Mon. 7:00 PM Mon. 1:00 AM Tues. 
Ar. Roanoke, Va. 12:15 AM Tues. 12:30 PM Tues. 
Ly. Roanoke, Va. 1:45 AM Tues. 2:30 PM Tues. 
Ar. Portsmouth, Ohio 8:55 PM Tues. 10:00 PM Tues. 11:30 AM Wed. 
Ly. Portsmouth, Ohio 11:30 PM Tues. 11:30 PM Tues. 1:30 PM Wed. 
Ar. Columbus, Ohio (ET ) 7:00 AM Wed. 7:00 AM Wed. 8:30 PM Wed. 
Ar. Cincinnati, Ohio (ET ) 7:00 AM Wed. 7:00 AM Wed. 8:00 PM Wed. 
Ly. Columbus, Ohio PRR (ET) 11:00 AM Wed. 11:00 AM Wed. 1:00 AM Thurs. 
Ar. Chicago, Ill. PRR (CT) 2:45 AM Thurs. 2:45 AM Thurs. 9:00 PM Thurs. 
Ly. Cincinnati, Ohio PRR (ET) 1:30 PM Wed. 1:30 PM Wed. 12:05 AM Thurs. 
Ar. Chicago, Ill. PRR (CT) 2:00 AM Thurs. 2:00 AM Thurs. 9:00 PM Thurs. 
Ly. Cincinnati, Ohio B/4 (ET) 11:00 AM Wed. 11:00 AM Wed. 1:01 AM Thurs. 


Ar. Chicago, Il. B//4 (CT) 2:30 AM Thurs. 


12:30 PM Wed. 
8:30 PM Wed. 
11:30 PM Wed. 


1:35 PM Wed. 
8:30 PM Wed. 


2:30 AM Thurs. 


12:30 PM Wed. 
8:30 PM Wed. 
11:30 PM Wed. 


1:35 PM Wed. 
8:30 PM Wed. 


8:00 PM Thurs. 


11:45 PM Wed. 
8:30 AM Thurs. 
9:00 PM Thurs. 


10:45 PM Wed. 
1:00 PM Thurs. 





Ar. Toledo, Ohio PRR (ET) 
Ar. Detroit, Mich. PRR (ET) 


Ly. Cincinnati, Ohio B74 (ET) 
Ar. Toledo, Ohio B/4 (ET) 














Ar. Detroit, Mich. MC (ET) 4:00 AM Thurs. 4:00 AM Thurs. 4:00 AM Fri. 
Ly. Columbus, Ohio NYC (ET) 8:40 AM Wed. 8:40 AM Wed. 11:00 PM Wed. 
Ar. Toledo, Ohio NYC (ET) 3:10 PM Wed. 3:10 PM Wed. 7:00 AM Thurs. 
Ar. Detroit, Mich. MC (ET) 4:00 AM Thurs. 4:00 AM Thurs. 5:30 PM, Thurs. 
Lv. Cincinnati, Ohio PRR (ET) 1:15 PM Wed. 1:15 PM Wed. 1:15 PM Thurs. 
Ar. Springfield, Ohio PRR (ET) 4:45 PM Wed. 4:45 PM Wed. +:45 PM Thurs. 
Ar. Detroit, Mich. DT&I (ET) 11:45 PM Wed. 11:45 PM Wed. 11:45 PM Thurs. 
Ly. Columbus, Ohio C&O (ET) 3:15 PM Wed. 8:15 PM Wed. 3:15 AM Thurs. 
Ar. Toledo, Ohio C&O (ET) 8:00 PM Wed. 8:00 PM Wed. 11:00 AM Thurs. 
Ar. Detroit, Mich. PM (ET) 2:00 AM Thurs. 2:00 AM Thurs. 2:00 AM Fri. 
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HE Norfolk and Western Railway — 

during the potato shipping season of 
1931— again offers fast, dependable service 
from the potato growing districts of the 
Norfolk Southern Railroad, the Atlantic 
Coast Line Railroad, the Seaboard Air 
Line Railway and the Norfolk Section of 
Virginia to the large consuming centers 


of the Mid-West. 


“The Potato Special” — operated 
during the shipping season only, from 
Norfolk and Petersburg, characterizes 
distinctive standards of fast transporta- 
tion service and makes good connections 
with other lines at Cincinnati and Colum- 
bus. Direct interchange is made at 
Norfolk and at Petersburg — the 193! 
schedules being the quickest and most 
dependable available. 


This service provides, from both Nor- 
folk and Petersburg, second morning de- 
liveries at Cincinnati and Columbus; and 
third morning deliveries at Chicago, De- 
troit, Toledo and points similarly located. 


For information regarding rates, routes and 

service, please communicate with your nearest 

representative of the Norfolk and Western 
Freight Traffic Department 


Sete ee i . 


NORFOLK AND WESTERN RAILWAY 
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SIBERIA ALASKA R.R. 







, / 
J eo, 


JAPAN —ES 


CHINA 


PHILLIPINES 
” 


And the crossroads to economy. Ship from Seattle on ANY route 
to the Orient. Ship on any steamship line. YOU’LL SAVE! For 
there is far less of the great blue Pacific between Seattle and the 
Orient. Ships save days, even a week is common, when traversing 


HAWAII the “Great Circle Route.”’ 


Modern port facilities in Seattle assure you of rapid handling and splendid care of 
merchandise. One hundred and forty-two great steamship lines sailing to all ports of the 
world give you assurance of service. Six transcontinental railroads terminate at Seattle. 
Truly, Seattle as a port is the crossroads to economy for you! 


SHIP VIA SEATTLE. If you’ve never done so before, try it. If you 
already ship via Seattle you won’t need encouragement to continue the 
practice. Port of Seattle tonnage is increasing each year (there are nearly 
4,000,000 tons more freight now per year than in 1920). Enjoy the sav- 
ings and privileges of Seattle’s great $10,000,000 public terminals. Profit 
by Seattle’s proximity to the Orient. Write for free information regard- 
ing Seattle, its port and position in the ever-increasing trade with the 
world’s greatest future markets. 





Address: Port of Seattle 


Bell Street Terminal, Seattle, U. S. A. 






/ 


SHORT ROUTE Eee 
to 
SHIPPING 


peers, 





NEAREST AMERICAN PORT TO THE ORIENT 
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Send for this new 


FREE BOOKLET 


How to Brace Carload Freight 


It describes how carload shippers of 123 different prod- 

ucts save money, time, and prevent damage by this new 

scientific bracing method. ... Contains scores of photo- 

graphs and detailed information on the bracing of var- 

ious loads such as barrels, boxes, crates, sheet steel, pipe, 

tanks, bricks and many others—perhaps what you ship. 
A copy will be mailed without the slightest obligation. 


Write for yours today—and see how easily and econom- 
ically Acme Unit-Load will fit in your plan of shipping. 


ACME STEEL Bak oy a 


Branches and Sates se Offees eral Offices 
in Principal Ci 2832-40 oy ee Ave., ‘Cites 
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The New 
MipweEst TERMINAL BUILDING 


St. Louis’ Latest Facility 
for Merchandise Distribution 





















T Twelfth Boulevard and Washington Avenue—center unloading of cars are being utilized. Storage and handling 

of St. Louis’ development activity, where retail and of freight will all be concentrated on the lower floors: the 
wholesale shopping districts meet—is now being erected the upper floors reserved for manufacturers and distributors. 
remarkable Illinois Terminal Railroad System station and All trucking costs on in-or-out-bound less-than-car- 
industrial loft building. load rail shipments are eliminated. Offices and stock 
Adjoining is the downtown hotel district. Close by is the rooms may be combined under one roof without sacrificing 
civic center with its new Plaza, and the financial district. desirability of location for either. The mammoth loft and 
Within a few blocks are the new homes warehouse facilities available make this 


building an ideal headquarters for mer- 
chandise distribution throughout the 
whole midwest territory. 

Besides the increased facilities and 
expedited service to be rendered, 
this new development opens an in- 
dustrial territory not heretofore 
served by rail transportation. It 
adds another link to the great chain 
of St. Louis’ merchandise distribu- 
tion advantages. Write for detailed 
information. 


of the St. Louis Globe-Democrat and 
the St. Louis Star and many other new 
business buildings. Altogether here is 
one of the choicest business locations 
in the city. 

Thirty feet underground the quiet, elec- 
trified lines of the Illinois Terminal 
Railroad System carry fast freight and 
passenger traffic over the McKinley 
Bridge to the East, with car-movements 
interchangeable with all other railroads. 
The latest ideas in rapid loading and 


MIDWEST INDUSTRIAL TERMINAL CO. 
1221 Locust St. ST. LOUIS Phone Central 5300 


—A monumental steel structure of the latest | 
type 

—12 main stories covering a whole city block 

—75,000 square feet on each level 

—3 offset office stories above 

—Surmounted by a massive tower 

—All built over an underground passenger and 
freight station (electrified) with a capacity in 
excess of 100 cars 

—Located in the heart of business St. Louis 

—Ready for occupancy, slide 1932 
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Speed with Safety and 
Care are the Assured 


Advantages of Ship- 
ping Freight via Great 





-~ . 


ome IG 







Northern » » » » » 







A. J. Dickinson 


Passenger Traffic Manager 


St. Paul, Minn. « « « between Saint Paul, Minneapolis, 
P. H. Burnham 


wegatte, Weck Duluth, Spokane, Portland, Klamath 


H. H. Brown 
General Traffic Manager 


Kegs Falls, Seattle, Tacoma and intermediate 
Asst. Menent oe 
gent 


Seattle, Wash points. Through merchandise cars to 
H. G. Dow 


Nr besa and from Pacific Northwest. 
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T. J. Shea 
Asst. General Freight Asgt. 


a | Spend your vacation at Glacier National 









Park onthe main line of the— 


GREAT NORTHERN RAILWAY 
ROUTE OF THE FAMOUS EMPIRE BUILDER 
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When Fast hachry Shipments 
will increase your Profits - 


SHIP ViA PEORIA GATEWAY 


Route bill of lading (via P. & P. U. Railway) and Peoria, Illinois. 
Intermediate switching charges absorbed by line-haul carriers. 
Peoria rates apply to all industries in Peoria & Pekin Switching 
District. 














Efficient Switching Service Between the Following Railroads 


Atchison, = eka & Santa Fe Railway Co. 

Chicago &A ton Railroad Company 

Chicago & North Western Railway Co. 

Chicago, Burlington & Quincy Railroad Co. 

Chicago and Illinois Midland Ry. 

Chicago, Rock Island & Pacific Railway Company 
Cleveland, Cincinnati, Chicago & St. Louis Railway Company 


(P. & E.) 
Illinois Central Railroad Company 
Illinois Terminal Company 
Minneapolis & St. Louis Railroad Company 
New York, Chicago & St. L. R. R. Co. (L. E. & W. Dist.) 
Pennsylvania Railroad 
Peoria Terminal Company 
Toledo, Peoria & Western Railroad 






Passing 
reports 
furnished. 


Excellent 
icing 
facilities. 


PEORIA AND PEKIN UNION RAILWAY 


Inquiries Solicited, Address E. F. Stock, Traffic Manager, Union Station, Peoria, Illinois 


ee ee  F 


No matter what the transportation, warehousing and 
distribution requirements of your British trade may 
be, the L. M. S. PLAN meets them. Our new book- 
let “Distribution” gives proof of this fact. Every 
export executive will find the information it contains 
extremely valuable. 


New facts . . . latest statistics . . . up-to-the-minute 
transportation developments. 


A fascinating story of L. M. S.—the largest railway 
system in Great Britain. An explanation of the 


This Booklet 
Shows Howto 


SPEED UP 
BRITISH 
SAL. ES... 


¥ 


unique service arrangement which makes it possible 
for you TO USE AS YOUR OWN the 350 ware- 
houses which are placed in “key” positions along 
L. M. S. transportation lines. A detailed descrip- 
tion of the revolutionary store-door motor delivery 
which assures you of adequate, immediate distribu- 
tion at minimum overhead. 


Get your Free copy of “Distribution” now. There 
is an answer to an export problem on every page: 
Your name on your company letterhead brings this 
booklet to you .. . by return mail 


London, Midland & Scottish Railway of G. B. 


LONDON, MIDLAND & SCOTTISH CORPORATION 
Thomas A. Moffet, Vice President - Freight Traffic 


1 Broadway, New York City 
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MEXICO—A Great Field for Enterprise! 

















Let us tell you about the 
West Coast 


HE West Coast of Mexico offers the 
T same opportunities for the investor 
or settler that California offered sev- 


enty-five years ago. 
This ‘‘new’’ country is served by the 
Southern Pacific Railroad of Mexico (The 
West Coast Route) which gives it the advan- 
tage of transportation service that is so essen- 
tial to its development. 

Detailed information can be obtained from 
any one of our representatives (offices listed 
below) or better yet: 

Visit this country and see for yourself the 
opportunities awaiting you. Convenient train 
service in connection with the Sunset and 
Golden State Routes. 






Loading train with Mexican melons 


.) 
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Southern Pacif 


Railroad Company of Mexico 





You are cordially invited to use the facilities of our entire organization in any 
way we can serve you. —w* communicate with our representative nearest to you. 


Atlanta.. Fete ee ee ee ees -Healey Bldg. Detroit. .. .Majestic Bldg. Uptown Pass. Ticket Of . 531 — Ave. at cathe 
Baltimore.......... 209 Morris Bldg. Havana.... _.PiY Y Margall (antes Obispo) 46 Oklahoma C sai 5 hem Sate ‘ “Packard Bldg. 

Birmingham. . ‘502 Protective Life Bldg. Indianapolis. . eee .Merchants Bank Bldg. IR as a0 0.0: 6:06 aaeee~ _.Packar o Blds. 
Boston.. 5 seisralelemniar’ .Old South Bldg. ee . Railway Exchange Bldg. Pittsburgh. . OP . ig in St 
Buffalo.. sarees ‘Ellicott Square Bldg. Louisville........... .Fourth & Walnut Sts. Salt Lake City. “41 S. th Ave: 
Cincinnati.. .Dixie Terminal Memphis.......... .Exchange Bldg. Seattle.. a "1405 — Bids. 
Chicago—Freight Dept.. ‘Southern Pacific Bldg. Minneapolis...... |. Metropolitan Life Bldg. St. Louis.. Papen Snes Pee : -Carletor St. 
ee eee Dept. cece eee 33 W. Jackson Mexico City .. . Ave. Cinco de Mayo, No.7 Vancouver, B. EES er "585 = Bld 
Cleveland.. . _Hippodrome Bldg. Monterrey. . . Edificio p rterdesuar | Washington, D. Re a oars Shoreham 


DOTVOE. ccccccs cece cccersvevccvccees Boston Bldg. New York City—Frt,-Pass.. .165 Broadway Winston-Salem, N.C.......- 613 Reynolds Bl of 
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The Traffic World 


An independent national journal of transportation; a working tool for traffic men 
Rail —Water — Motor Vehicle —Air— Material Handling and Distribution 


Volume XLVII 


Our Platform 


Keep the government out of business. This applies 
to ocean and inland waterway transportation as well as 
to other business. 

Take politics out of rate-making. 

A special fee for the use of the highway by motor 
vehicle common carriers as a place of doing business. 

Non-discriminatory and reasonable railroad rates for 
thippers, but a rate level high enough to give the rail- 
roads as a whole the adequate revenue prescribed by the 
kw and the Commission. 

Development of inland waterways for commerce 
oly where a careful survey has demonstrated an ade- 
quate traffic demand, and then only for the purpose of 
permitting private operation of carriers thereon, who 
should pay for the privilege of using the waterways in 
order to recoup the taxpayers for the cost of develop- 
ment and maintenance. The differential between rail 
and inland waterway rates, if one is found to be justified, 
should be fixed on the basis of a scientific study of the 
comparative cost of rail and water transport. 

A traffic department, in charge of a capable traffic 
man, for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort of 
urvice that will justify employing them. 

If motor vehicles, intercoastal vessels, and inland 
waterway carriers are not to be regulated, then remove 
regulation from the rail carriers. In other words—equal- 
ize the burden of regulation in the interest of fair com- 
petition and the proper maintenance of rail transport. 


REGULATION VAGARIES 


OW strange are the inconsistencies of our present 

lop-sided policy of regulating the railroads and not 
regulating, to anything like the same extent, competing 
agencies of transportation. Here we have the railroads 
about to present to the Commission their need for in- 
treased revenue to be obtained by advanced freight rates 
—say, something approaching a fifteen per cent flat 
inerease—but, in making their figures, calculating to 
vhat extent increased rates will drive more business to 
their competitors and so, of course, being expected to 
ask for more of an increase—as expressed in percentages 
~—than they really need, their competitors, thus, to profit 
also and the public to pay the bill. 

Of course, the need of the railroads for increased 
‘venue is the pressing question just now, but is it not 
about time that all of us dealing in or with transpor- 
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tation began to take serious thought with a view to 
bringing about an orderly, consistent, and _ sensible 
scheme of regulation for all transport agencies? 

We do not mean to say that it is clear just what 
regulation should be taken off the railroads and just 
what regulation imposed on their competitors, but we 
do say it is clear that there should be serious conference 
on the subject. That conference should be participated 
in by the railroads, their competitors, shippers, law- 
makers, and economists with a view to recommending 
for legislation a plan that will be fair to all and in the 
public interest. It means nothing that the railroads 
insist on their competitors being regulated, for their 
motives are selfish. It means nothing, either, that their 
competitors object to being regulated; their motives are 
also selfish. It means as little that shippers, individually 
or through trade and other business organizations, object 
to changes in the present shapeless situation; their 
motives are as selfish. But, if all interests will sit down 
together around the table with some unbiased advisors, 
competent to consider the problem, and everybody will 
free himself as far as possible from selfishness, a work- 
ing plan can be agreed on readily enough. It does not 
need even expertness in transportation to perceive the 
principles involved. 

If an increase in freight rates is granted, it will be 
a good thing for the railroads; a good thing for compet- 
ing forms of transportation to which will be thrown 
additional business because of the higher rail rates; a 
bad thing both for shippers who have to pay the higher 
rates and for those forced to other kinds of transport 
who would prefer the rails at the former rates; and a 
bad thing for consumers for whom higher prices result 
from increased freight rates. On the other hand, it will, 
presumably, result in increased spending by the railroads 
and more adequate rail transportation, thus being a 
public benefit. Everyone will have to weigh for himself 
the damages against the benefits and make up his mind 
accordingly. 

We would say, in passing, that, if this advance in 
freight rates is to be granted beeause of dire necessity 
on the part of the railroads and out of consequent regard 
for the public welfare, and not because of any showing 
that rates are too low, in and of themselves, then every 
commodity and every locality ought to bear its share. 
Any other plan would be open to the objection of “class 
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Trail Blazer of Prosperity 


[3 The Railroads of this country are constantly 
striving for better service and for greater safety 
and comfort to the traveling public. To this end 
the rail transportation agencies are spending 
annually millions of dollars in improvements to 
road-bed, for heavier rail, better ballast, stronger 
bridges and the elimination of grades and danger- 
ous crossings. Additional millions are being 
spent for new freight and passenger terminals, 
more powerful and efficient locomotives and new 
passenger cars—all this to meet the service de- 
mands of this and succeeding generations and to 
maintain the leadership of American Railroads. 


The Illinois Terminal Railroad System is ’ keep- 
ing step’ in the march of progress and among 
other improvements constantly being made is now 
engaged in a gigantic electrified terminal project 
(elevated & subway) right in the heart of St.Louis’ 
business district—a $15,000,000 program. 


Our faith in the ultimate continued prosper- 
ity of American Railroads remains unshaken. 


[[llinoisferminal System) — 


1221 Locust St., St. Louis, Mo. 
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regulation.” Besides, there is a certain psychology in- 
solved. If all are taxed, individuals and communities 
yill not be so likely to object as if they could point to 
sme other that was not taxed. 


GOVERNMENT OWNERSHIP 


HOMAS F. WOODLOCK, formerly an outstanding 
pe of the Interstate Commerce Commission, 
now a contributor to The Wall Street Journal, pays his 
respects, in a recent issue of that paper, to the govern- 
ment ownership ideas, and his expression of them in a 
recent address before the Traffic Club of New York, of 
his former colleague, Commissioner Eastman, though he 
joes not name him. What Mr. Woodlock said is worth 
reproducing, we think. It was printed under the head, 
‘Urge to Control,” and was as follows: 


An eminent exponent of “government ownership” of rail- 
roads in a recent address disclaimed sympathy with the slogan 
“less government in business and more business in government” 
and with the idea that “the less Congress sits the better for 
the country.” He added that he had always supposed that the 
railroads believed in “these bits of counterfeit wisdom,” but 
now he found that he was in error, for “when the railroads get 
into trouble it is to the government and especially to Congress 
that they turn for relief.” And he averred that “if the same 
amount of ingenuity was devoted, for example, to the subject” 
(of “government in business”) “as has been devoted, for example, 
to the creation of intricate and largely vicious mazes of holding 
companies and interlaced subsidiaries, it would be quite possible 
to evolve a plan of complete governmental responsibility for 
the transportation service which would retain most of the 
merits of private initiative.” 

It is, no doubt, effective dialectics to twit the railroad ex- 
ecutives with a seeming inconsistency in appealing to govern- 
nent for relief while rejecting the “slogan” of “more government 
in business,” but it is fair comment to point out that the time 
is ill-chosen for dialectics of this sort—especially in view of the 
plain facts of more than ten years’ standing. 

The transportation act of 1920 extended the arm of govern- 
mental control over every important action within the corporate 
powers of railroad management save one—the declaration and 
payment of cash dividends. In so doing it transferred, in the 
words of the Supreme Court, speaking through its Chief Justice, 
the railroad carriers to the “fostering guardianship” of the In- 
lerstate Commerce Commission, a direct creature of the Con- 
gress Of the United States. That “guardian” since 1920 has 
sedulously supervised almost every action—certainly every im- 
portant action—of its “wards’—and no degree of meticulous 
scrutiny of those actions has proved too-severe for application. 

After ten years of this “guardianship” to whom should the 
Wards” appeal for help if not to their “guardian”? And, if 
lialecties are in order—which they are not—might it not fairly 
ve asked if, after ten years’ “guardianship” the railroads find 
themselves where they are today, could we expect “operation” 
by the “guardian”—or any other arm of government—to produce 
‘sults better than those produced by the last ten years of 
Tegulation” ? 

, If we subject the “government ownership” idea to analysis 
lor discovery of its source, it is not so difficult to locate that 
‘ource. We start with the fact that there is in every human 
oe a principle of unity and a principle of differentiation. 
he unity consists in an instinct common to all human beings of 
‘elfassertion and desire for power, with corresponding resent- 
= of domination by others. Every man in greater or lesser 
“egree wants to show himself to advantage among his fellows, 
= resists attempts of his fellows to establish superiority over 


_ Differentiation consists in the fact that no two human be- 
ings Possess precisely similar qualities or capacities for any- 
ag Consequently, in every domain of human activity we 
‘ld a few individuals standing out at the top, manifestly 
wuberior to the great mass of the community. This superiority 
“ art, literature, science and sport—to mention a few of the 
ipecae activities of man—is one which but slightly arouses 
ms resentment of the mass—keen as may be the jealousies that 
eee the votaries themselves. But business and politics 
med Rother matter. They are the two principal activities of 
and touch us all with great intimacy. 
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Now the great difference between business and politics lies 
in the fact that success in the one field depends upon things 
totally different from those which make success in the other, 
and in the fact that, as we must eat before we can vote, business 
is the first concern of mankind. In business, success depends 
upon the individual’s capacities, not upon his ability to secure 
a majority of the votes cast at an election. Success in busi- 
ness brings with it the things that men most desire, wealth and 
power, both not merely visible but flaunted before the public 
eye. In the matter of business the “majority” has little or 
nothing to say; in politics the “majority” rules—at least in 
theory. 

Is it wonderful, therefore, that the “majority” should feel 
an instinctive urge to control the “power” and share the 
“wealth” that make business success a shining mark? This is 
the urge which supplies the vital principle to the idea of “gov- 
ernment ownership,” and, naturally, we find its strongest and 
most continuous expression among those whose associations are 
the furthest removed from the business struggle. Nothing but 
the fact that a numerical majority of our people is engaged in 
“gainful occupations” stands in the way of general acceptance 
of that idea. 

Those who are so engaged have a corrective to the instinc- 
tive urge which animates so many of the others. Their own 
experience of business and their observation of politics causes 
them to distrust political control of business as being unlikely 
to yield them as good material results as, on the whole, they 
get out of things as they are. The conditions of business pe- 
nalize incompetence, whereas they observe no such operation 
in politics, rather, indeed, the reverse, and they are averse to 
turning over business to what they regard as incompetence. 
That, rightly or wrongly, is the fact of the matter. Nor does 
the “failure” of business to obviate depressions sueh as We are 
now experiencing yet convince them that political control is the 
remedy. They seem to have the impression that even the fry- 
ing-pan is preferable to the fire. 


INCREASED FREIGHT RATES 
The Traffic World New York Bureau 


Railroad executives of the eastern, western, and southern 
groups met in New York June 11 and unanimously agreed to 
apply to the Commission and to the state commissions for a 
15 per cent increase in all freight rates and charges. 

A committee consisting of the chairmen of the three groups 
was authorized to prepare and file a joint application with the 
respective commissions. The committee chairmen are: Presi- 
dents J. J. Pelley, of the New Haven; H. A. Scandrett, of the 
C. M. St. P. & P.; and W. R. Cole, of the Louisville and Nashville. 
It is hoped that the application can be filed within a week. 

The application will contain a full statement of the reasons 
for the action of the carriers. Measures will be taken to afford 
the public adequate access to the statement, and the application 
of the carriers. 

Hope that the application for general freight rate increases 
would be ready for filing with the Commission within a week 
from date was dispelled when the eastern presidents’ conference, 
June 5, decided to hold a further conference to include the 
southern presidents, June 11. None of the southern presidents 
attended the meeting. Western lines were represented by Presi- 
dents Williamson, of the C. B. & Q., Scandrett, of the C. M. St. 
P. & P., Gorman of the Rock Island, and Hale Holden, chairman 
of the executive committee of the Southern Pacific. 

Details of the report of the traffic, legal, and accounting 
sub-committee of the committee appointed to prepare the appli- 
cation were not made public. 

The following statement was issued by the conference: 


At a conference of eastern presidents held today, further con- 
sideration was given to the matter of revision of freight rates neces- 
sary to meet the emergency with which the carriers are confronted, 
at which conference a committee representing western presidents 
was also present. After general discussion it was arranged that a 
further conference of eastern and western presidents be held at 
New York on June 11, to which presidents of southern roads wil 
be invited in order that the matter may be considered by all rate 
groups. 





Washington, D. C.—Traffic executives of twenty-three south- 
ern railroads voted June 9 to recommend to their highest ex- 
ecutives that the latter cooperate with the executives of eastern 
and western railroads in an effort to obtain increased freight 
rates. They so voted after R. N. Collyer, speaking for eastern 
traffic executives, explained to them what had been discussed 
in meetings of the eastern roads, including the suggestion of a 
fifteen per cent increase except on short hauls and on com- 
modities to be agreed on for exemption. 

Southern traffic men were not unanimous on the advisability 
of proposing an increase at this time. They could not agree 








PAGE 1418 





on a method, even when they worked on the assumption that 
they would propose an increase. The higher executives, there- 
fore, will have to work out methods. 

Clyde Brown, New York Central law officer, was expected to 
have a draft of a petition to the Commission on the subject 
ready for submission to the executives June 11. 


Fruits and vegetables are now bearing a greater share of 
the transportation burden than they should and the railroads 
cannot expect to obtain increased revenue from that traffic by 
raising rates, according to a statement issued by the National 
League of Commission Merchants of the United States in oppo- 
sition to the move of the carriers for more revenue so far as it 
may affect fruits and vegetables. The statement, which is based 
on a study of the fruit and vegetable rate siutation made by 
J. R. Van Arnum, traffic manager of the organization, in part, 
follows: 


The National League of Commission Merchants, in view of the 
combination of circumstances brought about by the depression and 
low prices within the industry, the excessive proportion of transporta- 
tion charges to value of commodities handled, and the disproportion- 
ate of freight revenue on fruits and vegetables compared with other 
commodities based on the volume of tonnage, disapproves any in- 
crease, horizontal or otherwise, in freight rates on fruits and vege- 
tables, which would add to the total transportation charges. 

Further, the league records its intention to oppose any and all 
efforts to add to the already excessive charges paid for the trans- 
portation of freish fruits and vegetables. 

The league is of the opinion that such total charges should be 
reduced to encourage greater consumption of these commodities, in 
the belief that this would increase the tonnage handled by the car- 
riers to a degree that would equalize or exceed the total revenues 
received under the present rates. 

Taking the figures furnished by the carriers to the Interstate 
Commerce Commission, and other official data from the Department 
of Agriculture, the league shows 15 classifications of fruits and vege- 
tables which, in 1930, provided the railroads with 973,605 carloads 
of revenue-producing freight. For transporting these cars, the car- 
riers collected $268,780,105. The “farm value’’ of these—the price paid 
to the producers and growers—was $489,518,129. 

On the basis of these figures, according to the league’s study, 
the railroads collected for freight 54.91 per cent of the farm value. 
In other words, for transportation from farm to market, the carriers 
charged a sum equal to more than half of the total received by pro- 
ducers for growing, harvesting and preparing these commodities for 
shipment. On the basis of the “destination value’ of the commodity, 
the railroads collected in freight during 1930, 32.81 per cent of the 
wholesale value of these commodities. i 

In several instances freight charges collected by the railroads 
are shown to have been much more than the farm value of the com- 
modity. On grapes, for example, the freight bill was 185.81 per cent 
of the farm value. The transportation charges for tomatoes totaled 
93.83 per cent of the farm value, while cantaloupes paid 82.39 per 
cent of the farm value to satisfy transportation charges. Water- 
melons paid in freight 137.38 per cent of the farm value. 

Another arrangement of the statistics is calculated to show that 
fruits and vegetables, compared with other freight traffic, pay alto- 
gether disproportionate shares of the railroads’ revenues. The figures 
show that whereas fruits. and vegetables made up 1.28 per cent 
of the total net tonnage in 1930, that traffic paid 7.11 per cent of the 
total freight revenue. 

Less than carload freight is supposed to carry high rates. The 
league’s figures show that while fruits and vegetables total tonnage 
was 48.66 per cent of the total tonnage of less than carload ship- 
ments in 1930, the total freigh paid by the former group of com- 
modities equaled 62.60 per cent of the total revenues from less than 
carload shipments. 

Pig iron tonnage in 1930 is shown as 35.60 per cent of the fruits 
and vegetables tonnage, while freight revenue paid by pig iron was 
only 3.61 per cent of the total paid by fruits and vegetables. All iron 
and steel shipments are shown as having contributed markedly lower 
proportionate freight revenues than fruits and vegetables and a 
similar situation is shown for building materials, furniture, and a 
score of other products and commodities. 

The National League of Commission Merchants is an organiza- 
tion of growers, shippers and distributors of fresh fruits and vege- 
tables. Robert F. Blair of Cleveland, O., is president. The other 
officers are: George Lafbury, Pittsburgh, Pa., first vice-president; 
G. H. Cross, Chicago, Ill., second vice-president; Aubrey Milam 
Atlanta, Ga., treasurer; E. L. Roberts, Washington, D. C., general 
manager and secretary. The members of the advisory board are: 
L. J. Keach, Indianapolis, Ind.; Chester Franzell, Pittsburgh, Pa.; 
J. Earle Roberts, Philadelphia, Pa.; George A. Colley, Boston, Mass., 
and Harry H. Root, Tampa, a. 


ST. LOUIS FREIGHT TRANSFER 


The Commission has reopened, for further hearing, No. 
19594, transfer of freight within St. Louis and East St. Louis 
by dray and truck for and on behalf of railroads, and I and S. 
No. 2934, off-track stations and constructive receipt and de- 
livery of freight at St. Louis and East St. Louis. The further 
hearing is to be in respect of a cost study heretofore made and 
a contract that was made on June 1 between the majority of 
lines involved and the Columbia Terminals Co., under which 
the terminal company is to perform the sort of service indi- 
cated in the titles of the two cases that have been reopened. 
A hearing was to be conducted by Commissioner Porter June 12. 

Reopening of the case was announced from the bench. The 
whole Commission had assembled on June 5 to hear arguments 
in the cases. That plan was overturned by D. P. Connell, 
appearing for a majority of the railroads concerned. Instead 
of discussing the result of the cost study he began talking 
about the contract before mentioned. In answer to a question 
by Commissioner Eastman he admitted that the contract was 
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not in the record. Inquiry from the bench developed the fag 
that while no one was prepared to object to reference to the 
contract, there was division among the railroads. The Chicago 
& Alton and Nickel Plate, represented by F. H. Towner, haq 
refused to sign the contract. 

R. W. Woolley, former commissioner, appearing for the 
Central Transfer Co., also engaged in trucking for railroads 
and shippers, asserted that there was even greater disagree. 
ment among the railroads about the wisdom of the contract 
than appeared from the fact that two were to be represented 
separately in the arguments. 

The evidences of disagreement caused the Commission to 
go into conference on the subject, after which it announced the 
reopening and the fact that Commissioner Porter would hold 
the further hearing in person. The early hearing wag ap. 
nounced with a view to expediting the matter which had bee 
pending a long time. Chairman Brainerd was at pains to say 
that the reopening was not a reopening of the whole cage 
but one limited in the manner indicated. 

Prior to the reopening and prior to the attempt of Mr. 
Connell to argue the case in the light of the recently negotiated 
contract, the Commission, without comment, overruled a motion 
filed the day before by the St. Louis Shippers’ Conference 
Association, to have the Commission vacate, quash and annul 
the record made by Special Examiner Harry C. Ames at the 
cost study hearing, held at St. Louis, June 3, 1930, and the 
report of Examiner Bardwell based thereon. As reason for 
the motion the association said that Ames was prejudiced 
against it and the other protestants and biased in favor of the 
respondents and the Columbia Terminals Co. It asserted that 
Ames was disqualified to make fair and impartial rulings on 
objections and offers of evidence and requests for the produc. 
tion of evidence made by it and other protestants. 


The association averred that the prejudice and bias at. 
tributed to Ames arose from the fact that at and during the 
time of his conduct of the hearing he was in the employ of the 
Mississippi Valley Barge Line, of which L. W. Childress was 
president, and that Childress was also president of the Columbia 
Terminals Co., one of the parties to this proceeding. The asso- 
ciation said that Ames’ employment by the barge line was not 
known to it at the time of the hearing and only became known 
to it when the Commission distributed its report in Ex Parte 
99, a case in which the barge line was a party, some time in 
September, 1930. That report, the association’s motion said, 
showed an identity of stock ownership and management of the 
barge line and the terminals company. The motion asserted 
that Ames served the barge line as counsel at a hearing held 
at Cincinnati, Ohio, on May 21, 1930, twelve days prior to the 
time he served as presiding examiner at the St. Louis cost study 
hearing. The association further said that at the time Ames 
acted as counsel for the barge line he had already been ap- 
pointed special examiner in this proceeding. 


Overruling of the motion, without comment, was attributed 
to the fact that the Commission knew, when Ames resigned as 
an examiner, that the cost study hearing was expected to be 
a mere closing of a case which Ames, as an examiner, had 
handled up to the time when the Commission directed that 4 
cost study of terminal operations in St. Louis be made, for its 
enlightenment, in connection with the service the railroads 
were obliged to furnish in accordance with their proposals. 


In connection with its motion to quash the record made 
by Ames and the report made by Bardwell, the association 
directed attention to an unacted upon motion filed by it t 
dismiss the proceeding because the railroads which proposed 
to reduce the number of stations in St. Louis and East St. Louis, 
had not asked for or obtained a certificate permitting them 1 
abandon those stations. The association asked the Commis 
sion to consider the motion to dismiss filed by it in the light 
of the Supreme Court’s decision in the Los Angeles station 
case, handed down May 18. 

Reopening of the cases caused the Commission to cancel 
the argument in which Mr. Connell mentioned the — 
Mr. Connell said that the contract would save the railroas 
$250,000 a year and that he intended to ask that the Comm 
sion dispose of the matter, from the bench, so that the -— 
saving arrangement might be completed without delay. “ 
Woolley said that he thought it relevant to show that a 
greater savings could be made. Mr. Connell retorted ng 
was true that the railroads had not accepted the ee ae 
but asserted that they had accepted the best bid. Counsel 0 ‘ 
than Mr. Connell to whom time for argument had been assign ' 
were: L. H. Strasser, Wabash et al.; F. H. Towner, C. & = 
R. W. Woolley and W. A. Schaumberg, Central Transfer nae 
W. E. Rosenbaum and T. L. Muldoon, St. Louis ‘Shipper of 
ference Association; Glendy B. Arnold, St. Louis Cham , 
Commerce; P. Y. Versen, team and truck owners; and 
T. Money, Columbia Terminals Co. 
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Current Topics in 
Washington 





Foundation for speculation, hardly ris- 
ing to the dignity of thought, could be found 
in a question as to what would be the 
condition of the railroads had the Commis- 
sion not made the 10 per cent reduction in 
freight rates in 1922. If recovery from 
iepression was hastened by that cut, of course, then one might 
argue that continuance of the rates on the 1920 level would 
have continued the depression. 

But most men do not ascribe a depression or recovery there- 
fom to any one fact. On the theory that the reduction did 
not hasten recovery, the conclusion must be that whatever reve- 
nie was taken from the railroads by the reduction of 1922 
ended to produce the situation that now confronts the carriers. 
It they had been allowed to collect revenue on the volume of 
freight moved since 1922 at the 1920 rates, a pertinent inquiry, 
it is believed, would be whether they would be any better off 
now than they are. 

A railroad is a good deal like a person. If it has money, it 
is inclined to believe there can never come a time when it 
vill not have all the funds it can use prudently. The sugges- 
tion is that, even if the Commission had not made the reduction 
in 1922 and had not nibbled at rates since then, the railroad 
easuries would not be much better off than they are. 

A fifteen per cent increase, talked about among the 
rilroads, broadly speaking, would put the rates back on 
the 1920 level. The railroads have talked much about restoring 
rates. Fifteen per cent, it is frequently figured, would do that. 
Restoration of rates cannot be accomplished by the use of an 
arithmetic formula. There have been too many changes, up and 
down, to make a restoration in all parts possible by a horizontal 
percentage increase. But fifteen per cent comes as near as 
possible. A percentage increase, with appropriate exceptions 
in behalf of rates on specified commodities and for specified 
distances, at this time, seems about the only possible method 
f trying for greater revenue by rate advances. 

Many traffic executives are of the opinion that any attempt 
ata general increase in rates would be futile, in a money sense, 
and unwise in that it would unnecessarily irritate shippers. 
However, they can all agree that they need more money. They 
vould like to get it by an increase in the volume of traffic 
rather than by trial of a general increase in rates. Many of 
them think their revenues would be increased considerably if 
ite Commission would believe them when they suggest, by filing 
lariffs, that they could get more money by the methods they 
siggest in that way. They wish there would be practically no 
sispension cases. Their idea is that, after they have investi- 
tated a rate situation and have come to the conclusion that 
‘te trafic in question could bear higher rates, they should be 
allowed to try the rates without delay. They are willing to 
il the risk of having to make reparation, if, after trial of the 
‘ates, the Commission should come to the conclusion that the 
fales were beyond the maximum of reasonableness. 


# Revenues Had 
Been Allowed 
to Remain Up 





The Spanish merchant marine, in its 
nomenclature, has gone republican so fast 
since Alfonso gave up his throne (but not 
the right to it) that British maritime cir- 
cles, which watch all such things more 
, closely than we do, believe the switch 
‘0m royal regime names to others is unique. They do not 
‘sunt the changes made in the name of German ships taken 
‘ver by the allies and the United States. The Spanish ships 
“retofore bearing the names of royalty and its supporters are 
‘ing named for Spanish and Latin American cities. 

: Of the more prominent transatlantic ships, the “Alfonso 
— has been renamed the “Habana”; the Reina Victoria 
iBenia” has become the “Argentina”; the “Infanta Isabel de 
“ourbon” has been changed to the “Uruguay.” Other royalty- 
“amed ships have, in turn, been rechristened with the names 


_— Cities as Seville, Cadiz, Palma, Barcelona, Alicante and 
— The “Miguel Primo de Rivera” has been renamed the 
,ludad de Alicante” and the “General Berenguer” has been 
“‘lahged to the “Ciudad de Mahon.” 


The reason for changing the name of the ‘General Beren- 


Spanish Shipping 
Goes Republican 
With a Bang 
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guer” to “Ciudad de Mahon” is not obvious. There may be a 
city in Spain or elsewhere named after an Irishman called 
Mahon, but, if so, it is not one of the well-known places on earth. 


Americans, it is believed, are the slowest of any people to 
change the names of places on account of the hatreds created 
by war or revolution. Berlin, N. H., is still Berlin and Bis 
marck, N. D., still bears the name of the blood and iron chan- 
cellor who established an empire in 1871. New York is still 
New York, although we cut loose from the mother country. 
The Carolinas are still Carolinas and Georgia is still Georgia. 
No Spanish name in the United States was displaced, so far as 
can be recalled, while we were at war with Spain. There are 
fifteen American communities that bear the name of the capital 
of the German Reich and four or five that bear the name of the 
first chancellor after the Hohenzollerns called themselves im- 
perial. 


In many instructions to collec- 
tors of customs the Department of 
National Revenue of Canada finds it 
necessary to say that the duties 
shall be calculated on the basis of 
the wine gallon used in the United 
States. The writers of the instructions, without doubt, never 
think of how it sounds for them to be referring to the liquid 
measure in use in the United States as being the wine gallon. 
The idea of a dry country using the wine gallon probably does 
not suggest an incongruity to them. However, it is a fact that, 
when they tell the collectors how to collect money on liquid 
goods coming from the United States, they are at pains to let 
the collectors know they must not use the imperial gallon, which 
is the liquid measure is the Dominion. The wine gallon being 
smaller than the imperial gallon, the amount collected is greater 
than if the Canadian measure were used in calculating the 
number of units to be taxed. 


Canadians Always Talk 
About Use of Wine 
Gallons by Us 





More or less pride has been manifested 
A Pride that because, when Secretary Mellon called for 
May Be a subscriptions for $800,000,000 of 3.125 per cent 
bonds, his fellow countrymen told him they 
Bit Misplaced would take $6,315,524,500 of such bonds, or 
more than seven times as many as he desired 

to sell. 


Perhaps, if the thing were analyzed a little, there would 
be less joy. In the first place, it is well to remember that ex- 
perience has shown that in recent years such things have always 
been oversubscribed. Persons who want $1,000 will ask for 
$4,000 or, perhaps, even more, thereby hoping to get just what 
they want by reason of the rationing. 


But, assuming that the subscribers were prepared to buy 
$3,000,000,000 at such a low rate of interest, it might be sug- 
gested that the owners of that unemployed money are a little 
doubtful about the real value of securities offering a much higher 
rate of return. In Washington, for instance, much money un- 
employment has been caused by the discovery that real estate 
promoters have been doing forthright stealing of the money of 
those who bought so-called real estate trust notes. In other 
cases, the trustees under the deeds of trust have relinquished 
the deeds of trust without even making a pretense of paying 
off the notes given under such trusts. In other instances the 
promoters have so juggled the trusts and notes that the note 
holders will be lucky if they get any more of their money back 
than those whose trustees did some plain stealing. 


All over the country there are examples of foolish optimism 
that has hurt almost if not quite as much as the plain stealing. 

The need for commodities is great. Not all men have all 
the things they should have. There are other men willing and 
anxious to supply such goods. Both sorts of men are the vic- 
tims of the distrust created by the stealing and the deleterious 
effects of those who taught and believed that the old law that 
what went up must come down had been repealed. Therefore, 
Secretary Mellon, being considered a safe man, gets overbids 
for the bonds he has to sell to recoup the treasury, which was 
emptied by the doings of the thieves and of the foolish financial 
virgins who could not believe that anything coud be over-priced 
—stocks, bonds, or commodities. 


No one believes that thieving and foolishness were the only 
causes of the halt to prosperity. The war, for one thing, has 
not been fully liquidated, as the French say. The loss of com- 
modities and human beings in the war period had not been 
made good before 1929. When thieving—some, doubtless, due 


to the determination of men to risk going to the penitentiary 
rather than admit insolvency—foolishness, and war losses come 
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into conjunction, old-fashioned believers in thrift are inclined 
to think the world is in for a bad quarter of an hour or two. 





The Commission may find it desir- 
able to go back to a determination it 
reached twenty-odd years ago never to 
employ men not on its regular pay roll 
for the performance of any of its tasks. 
Recently it has been subjected to some 
criticism because it retained two men, who had resigned, to 
complete some of the work on which they had been engaged. 
Such employments by governmental agencies are not common, 
but every now and then there is criticism on account of a 
supposed conflict of interest, when a resigned man is retained 
temporarily. 

When the Commission, in a supposedly big matter, passes 
over the heads of the men on its regular staff, the inclination 
among many is to inquire why the display of lack of confidence. 
Hiring of wholly outside help has not been common, but every 
now and then the regulating body seems to think it needs a 
man it could not afford to hire regularly because, in private 
practice, he is able to earn much more than the law would 
allow it to pay him so as to obtain control of his whole time. 

Retaining a man who has resigned from the staff so that 
he may complete a particular task usually raises the question 
as to what the Commission would have done had the retained 
one died instead of having merely resigned. Generally it is 
believed that the man who has been doing a particular work 
can complete it in better shape than one brought into it without 
any background about the matter in hand. But retaining a man 
on a particular work after he has resigned to enter private prac- 
tice suggests the possibility of some raising the question as 
to whether there has not been a conflict of interest between 
the two employments. 

Rate and valuation cases constitute the regular work of 
the Commission. Dozens of men are engaged in such cases 
every day in the week. It may be supposed that, while the 
facts in one case differ from those in another, the principles 
to be applied are the same. Therefore, if an examiner or an 
attorney resigns, it might be assumed that assigning another 
man to the tasks laid down by the resigned one could not mean 
so much that it would be wise to run the risk of an allegation 
of a conflict of interest by retaining the resigned man on the 
task on which he was engaged until he completed it. 

Saving of time might be given as a reason for retaining the 
man who had resigned. But the matter in hand could be 
hastened, so that the time reason for retention could not be 
raised, by asking one or two of the regular staff to put in a few 
hours of overtime. The government does not pay for overtime, 
but, in a body having as much discretion as the Commission, 
compensation for overtime, it is suggested, could be made by 
increasing the vacation period of men who had worked over- 
time or by ignoring the fact that they had not reported exactly 
on time every day, if necessary to resort to such a practice in 
dealing with men of the standing examiners and attorneys for 
the Commission have.—A. E. H. 


REVENUE FREIGHT LOADING 


Revenue freight loading fell off the week ended May 30, 
due to observance of Memorial Day, the total having been 710,934 
cars, as compared with 755,071 cars the preceding week, ac- 
cording to the car service division of the American Railway 
Association. For the corresponding periods of 1930 and 1929 
the loadings were 860,064 and 972,825 cars, respectively. Load- 
ing by districts the week ended May 30 as compared with the 
corresponding period of 1930 was reported as follows: 


Why Need the: 
Commission Ever 
Hire Outside Help? 


Eastern district: Grain and grain products, 5,141 and 5,287; live 
stock, 1,625 and 1,709; coal, 31,942 and 33,109; coke, 1,303 and 2,143; 
forest products, 2,304 and 2,888; ore, 1,347 and 5,115; merchandise, L. 
C. L., 53,351 and 57,771; miscelianeous, 65,445 and 82,728; total, 1931, 
162,458; 1930, 190,750; 1929, 221,166. 

Allegheny district: Grain and grain products, 2,315 and 2,576; 
live stock, 1,246 and 1,439; coal, 27,752 and 29,374; coke, 2,885 and 
4,566; forest products, 1,536 and 2,743; ore, 4,493 and 11,204; mer- 
chandise, L. . L., 41,311 and 45,929; miscellaneous, 55,643 and 75,633; 
total, 1931, 137,181; 1930, 173,464; 1929, 204,210. 

Pocahontas district: Grain and grain products, 212 and 204; live 
stock, 93 and 141; coal, 29,536 and 34,277; coke, 256 and 304; forest 
products, 815 and 1,239; ore, 231 and 432; merchandise, L. C. L., 
5,662 and 5,919; miscellaneous, 6,699 and 7,498; total, 1931, 43,504; 
1930, 50,014; 1929, 56,476. 

Southern district: Grain and grain products, 3,259 and 3,724; live 
stock, 1,186 and 1,459; coal, 14,449 and 16,595; coke, 431 and 448; 
forest products, 10,444 and 15,683; ore, 748 and 1,090; merchandise, 

. C. L., 34,646 and 36,241; miscellaneous, 45,307 and 47,449; total, 
1931, 110,470; 1930, 122,689; 1929, 137,817. 

Northwestern district: Grain and grain products, 7,840 and 8,772; 
live stock, 4,827 and 6,160; coal, 4,448 and 4,727; coke, 1,127 and 
1,758; forest products, 7,079 and 13,103; ore, 16,348 and 37,533; mer- 
chandise, L. C. L., 23,334 and 26,899; miscellaneous, 29,295 and 38,904; 
total, 1931, 94,298; 1930, 137,856; 1929, 154,600. 

Central Western district: Grain and grain produtcs, 11,357 and 
10,311; live stock, 7,019 and 8,421; coal, 5,347 and 7,005; coke, 123 and 
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149; forest products, 5,834 and 8,377; ore, 2,318 and 2,913: merchandi 
L. C. .» 29,923 and 29,363; miscellaneous, 44,749 and 52,239. toter 
1931, 102,670; 1930, 118,771; 1929, 129,679. : al, 

Southwestern district: Grain and grain products, 4,698 ang 4,545 
live stock, 1,937 and 1,862; coal, 2,397 and 3,079; coke, 92 and ‘159. 
forest products, 3,320 and 5,983; ore, 399 and 472; merchandise . 
C. L., 13,015 and 13,613; miscellaneous, 34,495 and 36,807; total] i931, 
60,353; 1930, 66,520; 1929, 68,877 ‘ 

Total, all roads: Grain and grain products, 34,822 and 35,419: live 
stock, 17,933 and 21,191; coal, 115,871 and 128,166; coke, 6217 anq 
9,527; forest products, 31,332 and 50,016; ore, 25,884 and 58,759; mer- 
chandise, L. C. L., 197,242 and 215,735; miscellaneous, 281,633 and 
341,251; total, 1931, 710,934; 1930, 860,064; 1929, 972,825. 


Loading of revenue freight in 1931 compared with the two 
previous years follows: 





1931 1930 1929 

Five weeks in January............ 3,490,542 4,246,552 4,518,609 
Four weeks in February.......... 2,835,680 3,506,899 3,797,183 
Four weeks in March...........+. 2,939,817 3,515,733 3,837,736 
Four weeks in April...........++. 2,985,719 3,618,960 3,989,149 
Week of May 2.......cccccscccees 5,291 942,674 1,051,935 
Week of May 9..........+seeeeee 747,449 932,346 1,048,960 
Week of May 16.......... 747,732 928,759 1,046,594 
Week of May 23.......... 55,071 929,606 1,062,088 
Week of May 30.........s-eeevees 710,934 860,064 972,895 
PN. caciwkes Gees ecsnacaraneen 15,988,235 19,481,593 21,325,072 


WESTERN DISTRICT DIVISIONS 


The Trafic World Washington Bureau 


Sharp differences of views as to the value of the service 
rendered by a particular road or groups of roads were placed 
before the Commission in arguments, June 10 and the following 
day, in No. 15234, in the matter of divisions of freight rates 
in western and mountain-Pacific territories. The discussion 
was based on a proposed report made by Examiner W. A. Disque, 
(See Traffic World, April 11, p. 897.) 

In that report Disque recommended increased divisions for 
western trunk line railroads out of the joint rates between 
western trunk line territory, on the one hand, and trans-Mis- 
souri, on the other. He recommended that the Commission find 
reasonable and otherwise lawful the existing divisions between 
western trunk line territory, on the one hand, and transconti- 
nental territory, on the other. He also recommended increased 
divisions on traffic to and from Montana via the Minnesota gate. 
ways for the benefit of the western trunk line territories. Con- 
structive inflations of 15 and 14 per cent were recommended 
as the method for conferring benefits upon the western trunk 
lines, the 15 per cent relating to trans-Missouri territory and 
the 14 per cent to the traffic via Minnesota gateways. 

Time for arguing the issues among the carriers was as- 
signed to F. H. Towner, for the western trunk lines; to George 
H. Muckley, R. S. Outlaw and J. A. Galliher, for the southern 
transcontinental lines; to M. L. Countryman for the northern 
transcontinental lines; to J. M. Souby, for the trans-Missouri 
lines; and to ©. S. Burg, for the Kansas City Southern and 
some other lines in the southwest having interests similar to 
the Kansas City Southern. 

The western trunk lines objected to the failure of the ex 
aminer to recommend an increase in their divisions out of 
transcontinental rates. They also contended that what he had 
suggested for them out of the trans-Missouri rates was less than 
they were entitled to receive, while the southwestern lines 
thought Disque had recommended too much. 


DETROIT SHIPPERS’ CONFERENCE 


The annual meeting of the Detroit Board of Commerce Dis: 
trict Shippers’ Conference was held June 9. 

President W. I. Nokely made his annual report. It took the 
form of a resume of the activities of the committees and the 
work they are doing in the promotion of the objects of the 
organization. : 

The president introduced F. J. Armstrong, chairman of the 
traffic-transportation committee of the Board of Commerce, oe 
spoke regarding the financial condition of the railroads os 
stressed the willingness of Detroit shippers to cooperate be 
the carriers in working out a sound policy designed to ge 
the needed revenue without penalizing the shippers, to the <i 
tent that the business recovery of the railroads and the shippers 
alike would be retarded. — 

The principal speaker was Joseph H. Beek, executive vy 
tary of the National Industrial Traffic League. He — tal 
present facing the carriers and shippers in considerable e +e 
He said it was debatable whether or not a horizontal rate 
crease would give the carriers the relief they sought. _ 

The following officers were elected: President, C. R. S¢! ory 
traffic director, Chevrolet Motor Company; first beg ese 
L. J. Armstrong, traffic manager, Parke, Davis and Comme a 
second vice-president, C. J. Davitt, traffic manager, Budd oa 
Company; secretary, Leonard V. Simms, of the Board's 
portation Department. 
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COMMISSION REPORTS 


Hickory Billets 


No. 23619, N. C. Blanchard Co. vs. N. C. & St. L., embracing 
jo a portion of F. S. A. No. 458, filed by defendant. By divi- 
jon 3. Dismissed. Rates, hickory billets, New Market, Steven- 
on and Bass, Ala., and McMinnville, Tenn., to Boyce, Tenn., 
wer interstate routes, not unreasonable or otherwise unlawful. 


Imported Emery Ore 


No. 23850, Washington Mills Emery Manufacturing Co. vs. 

g A. By division 5. Rate, imported emery ore, Boston 
id East Boston, Mass., to North Grafton, Mass., was, is and 
ir future will be unreasonable to extent it exceeded, exceeds 
9 may exceed 10 cents. Complainant entitled to reparation. 
order for future effective on or before September 8. 


Tankage and Nitrate 


No. 24052, Ware Brothers Agency vs. B. & O. et al. By 
jvision 3. Rates, ground tankage and ammonium sulphate 
sitrate, Chicago, Ill., to Tuscumbia, Ala., unreasonable. Rate 
m the tankage, prior to September 15, 1929, unreasonable to 
atent it exceeded $5.45. Rates on ground tankage and am- 
nonium sulphate nitrate on and after September 15, 1929, were, 
ye and for the future will be unreasonable to extent they ex- 
weded, exceed or may exceed $5.25 a net ton. Complainants 
atitled to reparation. Order for future effective on or before 
September 8. 

Wild Mustard Seed 


No. 23505, Wertz Seed Co. vs. B. & O. et al. By division 3. 
Dismissed. Rate, wild mustard seed, Sioux City, Ia., to Phila- 
ilphia, Pa., applicable and not unreasonable. 


Fuller’s Earth 
No. 23179, Ohio Valley Refining Co. vs. S. A. L. et al. By 
ivision 8. Dismissed. Rate, fuller’s earth, Quincy, Jamieson 
ad Midway, Fla., and Attapulgus, Ga., to St. Mary’s, W. Va., 
wot unreasonable or unduly prejudicial. 


Glass Beverage Bottles 


No. 23515 (Sub. No. 1), Carroll Graham Glass Co., Inc., vs. 
(.&N. W. et al. By division 3. Dismissed. Rates, 12-ounce 
dass beverage bottles, Terre Haute and Winchester, Ind., to 
Sheboygan, Wis., not unreasonable or in violation of section 4. 


Cantaloupes 


No. 23457, Claude C. Winkler vs. C. & E. I. By division 3. 
Dismissed. Waiver of undercharges authorized. Rates, can- 
taloupes, Carlisle, Oaktown and Vincennes, Ind., to Chicago, Ill. 
ireasonable prior to August 10, 1928, but not thereafter. 


Cotton Piece Goods 


No. 23793, Union Underwear Co., Inc., vs. Southern et al. 
y division 3. Eighty-seven shipments of cotton piece goods, 
yman, §. C., to Indianapolis, Ind., misrouted by Southern. 
mplainant entitled to reparation. Any-quantity rate over 
toutes of movement not unreasonable. Chairman Brainerd, con- 
uring in part, disagreed as to finding of misrouting. 


Lumber 


No, 24057, Eicher-Woodland Lumber Co., Inc., vs. T. & P. 
tal. By division 3. Rate, lumber, Little Clover, La., to Olney, 
Tex, inapplicable, resulting in overcharge. Applicable rate, 38.5 
‘ats, not unreasonable. Shipment misrou.ed but no damage 
town to have resulted therefrom. Reparation of $7.98 awarded, 


Dairy Products 


" No. 22684, Hulen-Toops Co. vs. C. C. C. & St. L. et al. By 
uvision 4. Carload and less-than-carload rates, dairy products, 
Slasgow, Ky., to New York, N. Y., and other eastern destina- 
ns, Unreasonable to the extent they exceeded the contem- 
Mraneous commodity rates from Glasgow Junction, Ky. New 
Tales to be effective not later than September 2. Relief as to that 
Traffic denied in fourth section order No. 10611 as of September 
“. This report also embraces No. 22995, Davidson Brothers vs. 
% & O. et al.; No. 23057, Davidson, Seay & Adams Co. vs. 
‘ame; No. 23123, Peter Fox Sons Co. et al. vs. L. & N. et al., 
‘ad parts of fourth section application No. 1952. Reparation 
‘“arded in No. 22995. Commissioner Eastman, dissenting, said 
clearly complainants were entitled to reparation back to the 
“le of the southern class rate revision, the carriers having said 
md Intended to revise these rates at the time the class rates 
Te revised, but failed to do so. 

; Linseed Oil 

No. 23328, Bisbee Linseed Co. vs. C. & E. I. et al. By divi- 
5. Rates, linseed oil, carloads, Chicago Heights, IIl., to 
sham, Ala., Chattanooga, Knoxville and Nashville, Tenn., 
lasgow, Ky., unreasonable to the extent they exceeded 
ts to Birmingham; 56.5 cents to Chattanooga and Knox- 
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ville; 48 cents to Nashville, and 49 cents to Glasgow, minimum 
30,000 pounds. Present rates to Chattanooga and Nashville un- 
reasonable to the extent they exceed or may exceed the con- 
temporaneous rates on vegetable oils, including cottonsed oil, 
from and to the same points. This finding is to be without 
prejudice to any different conclusion that may be reached in 
No. 17000, part 8, now pending. Reparation of $343.54 awarded. 
New rates to be made effective not later than September 2. 
Commissioner Lewis dissented, being of opinion that linseed oil, 
on account of higher value and smaller movement, should not 
have rates the same as cottonseed oil, the rates on which, he 
thought, unduly depressed on account of water competition. 
Commissioner Mahaffie concurred because the thought the de- 
cision consistent with decisions in other cases. 


Paper Bobbins 


I. and S. No. 3590, bottle-type paper bobbins in‘ official, 
southern and western classification territories, by division 3. 
Rating of one and one-fourth times first class on compressed 
bottle-type paper bobbins in less than carloads in official. 
southern and western classifications found justified. Commis- 
sion expressed opinion the rating would not result in undue 
preference of wooden bobbins. Order of suspension vacated 
as of June 18. 


Potatoes 


No. 23900, D. E. Ryan Co. vs. C. St. P. M. & O. et al. By 
division 3. Reparation of $18.25 awarded on finding rate, 
potatoes, Kalispell, Mont., to Minneapolis, Minn., reconsigned 
to Eagle Grove, Ia., unreasonable to extent it exceeded 79.5 cents 
and that any reconsignment charge at Minneapolis was unrea- 
sonable because in addition to the sum of the local rates. 


Oyster Shells 


No. 23213, Ralston Purina Co., Inc., vs. A. B. & C. et al. 
By division 5. Report written by Commissioner Lewis. Rates 
assailed on oyster shells, less than carloads, from Nashville, 
Tenn., to numerous interstate destinations in southern territory, 
except those assessed on the shipments which moved to destina- 
tions to which specific less-than-carload rates were published, 
were applicable, and rates assailed were unreasonable to extent 
they exceeded rates based on 130 per cent of the carload rates 
contemporaneously in effect on this traffic between the same 
points. Complainant entitled to reparation to basis of rates 
found applicable and reasonable. Waiver of outstanding under- 
charges authorized. 

Potatoes 

No. 23607, A. D. Gomery, trading as Gomery Brothers, vs. 

C. of N. J. et al. By division 3. Dismissed. Rates, potatoes, 


certain points in North Carolina to Allentown, Pa., not unrea- 
sonable or otherwise unlawful. 


Dynamite 

No. 23079, Apache Powder Co. vs. A. T. & S. F. et al. By 
division 5. Rates, dynamite, between June 1, 1927, and Janu- 
ary 3, 1928, Curtiss, Ariz., to Silver City, Santa Rita, Hanover, 
and Fierro, N. M., inapplicable. Applicable rates were $1.225 
to Silver City, $1.265 to Santa Rita and Hanover, and $1.315 to 
Fierro, minimum 24,000 pounds. Rates charged on like traffic 
on and subsequent to January 3, 1928, from and to the same 
points, applicable. Applicable rates prior to July 15, 1929, not 
unreasonable. Applicable rates on and subsequent to July 15, 
1929, unreasonable to extent they exceeded $1.05. Reparation 
awarded. Complainant should comply with Rule V of the 
Rules of Practice, including therein claims on shipments on 
which overcharges were found to exist. Commissioner Farrell, 
concurring in part, concurred to extent relief was accorded to 
complainant but was of opinion that the rate of $1.05 used as 
basis for reparation during the period beginning July 15, 1929, 
should be the basis for reparation in connection with all ship- 
ments involved which moved subsequent to June 10, 1927. 


Fruit and Vegetable Packages 
No. 23877, Paducah Box & Basket Co. vs. C. B. & Q. et al. 
By division 3. Dismissed. Rates, fruit and vegetable packages, 
Paducah, Ky., to Goodman, Anderson and Lanagan, Mo., and 
Gentry and Siloam Springs, Ark., not unreasonable. 


Petroleum 


No. 23772, O-Gas-Co Sales Corporation et al. vs. C. of N. 
J. et al. By division 3. Dismissed. Rates, petroleum and prod- 
ucts, Bayonne and Bayway, N. J., to Schenectady, N. Y., not 
unreasonable or unduly prejudicial in the past. Rates for the 
future prescribed in Petroleum and Its Products, 171 I. C. C. 286. 


D. Ss. S. & A. DOCK DEVELOPMENT 
The Commission, by division 4, in Finance No. 8844, Duluth, 
South Shore & Atlantic Railway Company assumption of obliga- 
tion and liability, has authorized the Marquette, Houghton & 
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Ontonagon Railroad Company and the Duluth, South Shore & 
Atlantic Railway Company to assume obligation and liability, as 
‘lessee and assignee, respectively, in respect of not exceeding 
$1,000,000 of first-mortgage 5 per cent gold bonds of the South 


Shore Dock Company. 

The M. H. & O. also sought authority to execute a lease 
with the South Shore Dock Company, to assign it to the D. S. S. 
& A., and subject their leasehold interests to mortgages. The 
Commission dismissed that part of the application, holding that 
those matters did not constitute transactions coming within the 
purview of section 20a of the interstate commerce act. 

The financing is to be done in connection with construction 
of a modern iron ore dock at Marquette, Mich., by the South 
Shore Dock Company. 


BOND OF C.-0.-W. OF T. 


In a supplemental report in Finance No. 8704, the Com- 
mission, by division 4, has modified its previous order so as to 
authorize the Clinton-Oklahoma-Western Railroad Company of 
Texas to issue a 6 per cent bond for $200,000 instead of $300,000 
to the Atchison, Topeka & Santa Fe Railway Company in satis- 
faction of advances. 


FINANCE APPLICATIONS 


Finance No. 8871. Missouri Pacific Railroad Co. asks authority 
to acquire control of Chester & Mt. Vernon Railroad Co., the main 
termini of which are Chester and Mt. Vernon, IIl., embracing about 
64 miles of main track and 10 miles of sidings, etc., by purchase of the 
outstanding stock, 2,000 shares, for $196,069. Applicant now controls 
the Chester & Mt. Vernon by lease. 

Finance No. 8866. Joint application of Portland Terminal Co. 
and Maine Central Railroad Co. for authority for the terminal 
company to issue and the Maine Central to guarantee $1,050,000 first 
mortgage 5 per cent gold coupon bonds and $1,000,000 of six months 
notes, dated August 5, 1931. It is proposed to sell the bonds at 
not less than 96%. If the bonds are not sold the notes will be 
sold at face value. If the notes are actually issued and outstanding, 
the bonds are not to be issued unless provision is made for pay- 
ment of all of the notes. 

Finance No. 8868. New England Telephone & Telegraph Co. asks 
approval of acquisition of stock of Central Telephone Co. of Vermont, 
whose property is situated in Chittenden, Franklin and Grand Isle 
counties, Vt. 

Finance No. 8755. Amended application of Northern Pacific Rail- 

way Co. for authority to abandon operation over tracks of the Great 
Northern between Helena and Great Northern Transfer, Mont. 
: Finance No. 8867. St. Louis-San Francisco asks authority to 
issue and pledge $13,228,100 prior lien 6 per cent gold bonds, series 
E, to issue and pledge $16,242,000 of consolidated mortgage 6 per cent 
gold bonds, series B, and to issue from time to time $16,242,000 of 
consolidated mortgage gold bonds for the conversion of the said 
consolidated mortgage 6 per cent gold bonds, series B, in refinancing 
operations. 

Finance No. 8771. St. Louis-San Francisco asks authority, in a 
supplemental application, to issue and pledge $1,295,000 of prior lien 
mortgage 6 per cent gold bonds, series B, and to issue and pledge 
$2,074,000 consolidated mortgage 4.5 per cent gold bonds, series A, 
so as to change the series of the consolidated bonds and the series 
of the prior lien bonds; and to sell the consolidated mortgage bonds 
on terms héreafter to be submitted. 


PETITIONS FOR REHEARING, ETC. 


No. 23089, Michigan Canners’ Association vs. B. & O. et al. 
plainant asks reargument before full Commission. 

No. 24431, G. S. Stoldolka and J. Salzbrunn, doing business as 
Central Oil Co. vs. N. P. Defendant, N. P., asks for order requiring 
joinder of all proper parties as defendants. 

No. 24078, Carolina Cotton & Woolen Mills Co. vs. Southern et al. 
Complainant asks further hearing. 

No, 17000, Part 4, rate structure investigation, petroleum and _- 
ucts, and No. 18458, general petroleum investigation. American Short 
Line asks Commission to modify report entered on January 5, so as 
to include in list of short or weak lines shown in appendix 20, the 
following: East Carolina; A. F. & G.; Gainesville Midland; G. S. W. 
& G.; Graham County; Hartwell; Lakeland; Milstead; Mississippi & 
Skuna Valley; M. & O.; Nashville Interurban; M. & G.; Nelson & 
Albemarle; South Georgia; Virginia Blue Ridge; and Washington & 
Old Dominion, and permit such lines to maintain rates on basis au- 
thorized for account of lines named in appendix 20. 

No. 22899, Armour & Co. vs. M. P. et al. Complainant asks re- 
— and reconsideration by entire Commission on record, as 
made. 

No. 23064 (and Sub. 1), Gibbons & Reed Co. vs. A. T. & S. F. 
et al. Defendants ask reopening and reconsideration by entire Com- 
mission on record as made. 

No. 23941, Missouri-Kansas Pipe Line Co. et al. vs. A. C. & Y. 
et al. Complainants, Missouri-Kansas Pipe Line Co., Panhandle East- 
ern Pipe Line Co., Texas Interstate Pipe Line Co. and interveners, 
Missouri-Kansas Gas Co. and Central States Gas Utilities Co. ask 
additional hearing. 

No. 14617, Acme Brick Co. et al. vs. A. & V. et al., and cases 
grouped therewith. Carriers, defendants, and their connections, by 
F. A. Leland, ask postponement of effective date of April 7 order 
from July 31 to October 29. 

No. 15637, Canton Bridge Co. et al. vs. B. & O. et al. W. & L. E., 
P. & L. E., Erie, B. & O., and Pennsylvania, defendants, ask re- 
hearing and/or cancel its order therein dated April 13. 

No. 15823, Duluth Chamber of Commerce vs. C. & N. W. et al. 
Great Northern, defendant, asks modification of order. 

No. 24020. Swift & Co. et al. vs. C. P. et al. Complainants ask 
reopening. 

No. 23927, Nassau Smelting & Refining Works, Ltd., vs. Rutland 
et al. Complainant asks hearing and reargument, including oral argu- 
ment, and further consideration on record as made. 

No. 21655, Traffic Bureau, Aberdeen Chamber of Commerce et 
al. vs. C. M. St. P. & P. et al. Board of Railroad Commissioners of 
State of South Dakota, intervener, asks for an order or finding 
directing respondents to promptly publish and to maintain until rates 
required in its decision in general grain case, No. 17000, part 7, shall 
have become effective, rates on sweet clover seed, C. L., from and 


Com- 
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to points involved in this proceeding, which shall not exceeg Presey 
class D rates. ; Csent 

No. 17000, part 2, Western trunk-line class rates. Texas Industrj:) 
Traffic League asks for argument On question as to whether — 
proceedings should be reopened in order to dispose of issues aan 
in Consolidated Southwestern Cases, reopened. 1seq 

No. 21585, Ohio-Kentucky Associated Industries vs. A, ¢ Rw 
al., and No. 23030, West Virginia Brick Co. vs. Asheville Souther: 
et al. Defendants ask reopening and for argument before entire Com- 
mission, and for postponement of effective date of orders entered 
therein, or, in the alternative that the reports and orders be moj). 


fied. 

No. 21107, and Sub. No. 1, City of St. Paul vs. C. B. & Q et a) 
Inland Waterways Corporation (operating Mississippi-Warrior gery. 
ice), complainant _and intervener in these proceedings, asks modifica. 
tion of order of May 26, so as to make same effective on or befox 
July 15, upon not less than thirty days. . 

Finance No. 7025. Western Pacific California Railroad Co. as. 
amendment of order so that time within which construction by appji. 
cant of its line from San Francisco to Niles, Calif., must be eon. 
menced and completed, shall be extended from July 1, 1931, and July; 
1933, to January 1, 1932, and January 1, 1934, respectively. : a 

No. 20945, Ware Bros. Agency vs. C. & A. et al., and cases grouped 
therewith. Defendants ask modification of order of March 20, 

No. 20958, White Eagle Oil & Refining Co. vs. A. T. & S. F. et a 
and cases grouped therewith. National Refining Co. and Skelly (jj 
Co., interveners, and White Eagle Oil & Refining Co., complainant. 
asks for rehearing and/or reargument, and/or reconsideration upon 
present record, and modification of finding No. 2 with respect to 
rates from group 1 (Kansas City) and the relationship between that 
group and other origin groups. 

No. 21655, and Sub. 1, Traffic Bureau, Aberdeen Chamber of 
Commerce et al. vs. C. M. St. P. & P. et al., and No. 22084, Albert 
Dickinson Co. vs. C. & N. W. et al., Albert Dickinson Co., intervener 
in No. 21655 and Sub. 1, and complainant in No. 22084, asks the Com. 
mission to issue an order or finding directing respondents to publish 
immediately rates on sweet clover seed, carloads, which shal] not 
exceed the present class “‘D’’ rates from and to points in the terri- 
tory involved in these proceedings and maintain until the rates 
required by decision in No. 17000, part 7, grain and products within 
western territory, shall have become effective. 

No. 20873, Ware Bros. Agency vs. A. C. L. et al. 
modification of order cf July 11, 1930. 

1. & S. 3559, Leaf tobacco from N. C. to Norfolk. A. C. L, asks 
reargument and reconsideration and postponement of effective date 


of order. 

No. 24245, Badger Paper Mills, Inc., vs. C. & N. W. et al 

Defendants, C. & N. W., C. M. St. P. & P. and M. St. P &S.S.¥ 
ask dismissal for failure to prosecute. 
s No 23251, M. D. Friedman Co. vs. C. & O. et al. Complainant and 
interveners, D. Labold Co., R. & J. Stern Co., and the Schadel- 
Workum Co. ask reopening case for further consideration, in so far 
as the rate of $5.04 per gross ton from Roanoke, Va., to Ashland, Ky., 
Portsmouth and Ironton, O., was found not unreasonable as applied 
to past shipments. 


Defendants ask 





N. & W. MINE ACCOUNTING 


The Norfolk & Western has applied to the federal cour 
for the western district of Virginia for an injunction forbidding 
the enforcement by the Commission of its accounting order in 
‘Ex Parte No. 100, 171 I. C. C. 557, issued January 5, 1931. In 
that order the Commission directed that the accounts pertain- 
ing to coal mines owned by the railroad company be kept in 
the part of the bookkeeping plan prescribed by the Commission 
devoted to non-carrier property. The railroad company claims 
the three mining properties know as Howard, Vulcan and Pond 
Creek Collieries supply coal used by the railroad in the oper 
tion of its property as a common carrier and that, therefore, the 
figures pertaining to the mines should be kept in the carrier 
property accounts. 

Among other things, the railroad company claims that the 
order, if enforced, would deprive it of its right to a fair return 
on all its carrier property in violation of sections 15a and 1% 
and have an effect on the question of the excess income earned 
by the carrier contained in Finance No. 3865, excess income 0 
the Norfolk & Western. rae 

The application for an injunction asserts that the railroa’ 
company has the right to determine how it shall procure fuel 
for its operations; that it bought the mines in a period when 
rising prices of fuel and inability to assure a supply made . 
necessary to do something with regard to that matter; it bought 
two of its three mines in 1917 and the third in 1920, the fe 
title to the coal lands being vested in the Pocahontas Coal & 
Coke Co., and that since that time it has made a saving oD ls 
coal bills up to 1928 of $2,631,445. That saving, it asserts, has 
been at the rate of 31.05 cents a ton and that the total savilé 
amounts to only $20,000 less than the net capital investment 
the coal properties. No coal, the application asserts, is ‘" 
commercially, the output being devoted to railroad use. 


HOCH-SMITH NON-FERROUS METALS 


The Commission has issued a notice in No. 17000, part be 
non-ferrous metals, and cases grouped therewith, announce 
a further hearing. October 14 at Hotel Sherman, Chicas0, nd 
before Commissioner Eastman and Examiners Mullen # 
Cooper. Continuing, the notice says: 


The postponement to this date is at the request of the —— 
and in the hope that they will then be able to submit a ce Mhat the 
posal with reference to the rates in issue. It is understoo defer. th 
carriers, at the request of interested shippers, agreed to been full! 
making of any proposal until the shippers’ evidence had evident? 
presented and thoroughly studied. It ‘is expected that a at the 
which the Commission may wish to present will be offe 
October hearing. 
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Proposed Reports in I. C. C. Cases 





BROOM CORN ADJUSTMENT 


New rates on broom corn, based on a finding of unreason- 
jbleness, have been proposed by Examiner R. N. Trezise in No. 
9911, S. A. Ripple & Brothers et al. vs. A. T. & S. F. et al, 
yd a sub-number, Same vs. Same, from points on the Santa Fe 
i Kansas and Colorado to Fort Smith, Ark., Baltimore and 
cheltenham, Md., Richmond, Va., and Holyoke, Mass. The 
ysis of the proposed new rates is 40 per cent of the first class 
ates prescribed in Consolidated Southwestern cases, 123 I. C. 
° 903, 1389 I. C. C. 535 and supplemental reports therein. 

The report also recommends a finding that the rates on 
joom corn from various origin points in Oklahoma, Texas, New 
exico, Colorado and Kansas to destinations in Texas, Arkansas, 
Yaryland, Virginia and Massachusetts were unreasonable in 
the past and that complainants are entitled to reparation, the 
amount to be determined first by extending the scale prescribed 
in the southwestern revision for distances greater than 1,500 
niles at the same rate of progression shown for the distances 
between 1,400 and 1,500 miles, the Texas differential territory 
rates to apply from New Mexico origin points. Distances over 
yhich shipments moved are to be ascertained in accordance 
vith the formula prescribed in Prairie Pipe Line Co. vs. A. & 
W, 146 I. C. C. 149, as modified in Magnolia Petroleum Co. vs. 
[Rie P., 261 6. C. U.. Te. 

The formula is to be applied to two classes of shipments, 
me composed of traffic that was not stored and the other com- 
psed of traffic stored in transit. Each class is to be subdivided 
into routed and unrouted shipments. The subdivisions are to 
te further divided into shipments over routes not more than 15 
pr cent longer than the shortest existing routes and shipments 
that moved over routes more than 15 per cent longer than the 
shortest routes. The shipments in which the shipper availed 
timself of the privilege of storage in transit, are to bear a 
transit charge of $6.30 a car, the basic rate in all instances to 
tenot more than 40 per cent of the first class rate, which is to 
te found in Appendix 18 to the report in the southwestern re- 
sion. The report also sets forth rules for calculating dis- 
tances to and from the transit or storage point. 

Trezise said that the complainants were makers of brooms 
sellers of broom corn doing business at points in the states 
mentioned. They asked an award of reparation on shipments 
lat moved in the statutory period before the filing of their 
complaints on August 11 and 28, 1930. In addition, he added, 
ley sought rates for the future from points on the Santa Fe 
vest of Satanta, Kan., to Pritchett, Colo., to Fort Smith, Balti- 
more, Cheltenham, Richmond and Holyoke. 

Rates on broom corn were prescribed in the southwest, 
where most of it is grown, in the southwestern revision on the 
) per cent of first class basis and generally were made effec- 
ve July 14, 1928. Some rates from Kansas were not published 
mtil August 11, 1928. The rates sought, with minor exceptions, 
Irezise said, were those made effective in compliance with the 
wer in the southwestern revision. Rates sought from New 
Mexico, he said, represented the southwestern scale extended 
vith the addition of arbitraries. 


PROPOSED REPORTS 


Rubber Tires 
No. 24051, Firestone Tire & Rubber Co. et al. vs. A. C. & 
Yet al. By Examiner Frank C. Weems. Dismissal proposed. 
tte, Pneumatic tires, tubes, flaps and reliners, Akron and 
“arberton, O., to destinations in the southwest, not unreason- 
ible or otherwise unlawful. 


Radio Receiving Sets 


, No. 24027, Brunswick-Balke-Collender Co. et al. vs. C. G. W. 
- al. By Examiner L. H. Dishman. Dismissal proposed. Rate 
‘ud rating, radio receiving sets, Schenectady, N. Y., to Dubuque, 
“, Rot unreasonable. 


Stone 


By - 24210, Tompkins-Kiel Marble Co. vs. Lake Valley et al. 
= John McChord. Proposes dismissal. Rates, rough 
; “nally rough natural stone, points within lighterage limits 
Chie a York Harbor, N. Y., to Cleveland, O., Detroit, Mich., 
deliy 80 and South Chicago, Ill., and East St. Louis, Ill, for 
the ery at St. Louis, Mo., unjust and unreasonable to extent 

Y exceeded 31.5 cents to Chicago and South Chicago; 36.5 


“tls to St. Louis and 27 cents to Detroit, Mich. Evidence on 


hearing of the payment and bearing of the charges assailed not 
sufficient to authorize an award of reparation to complainant. 


Bituminous Coal 


24006, Chicago, Wilmington & Franklin Coal Co. vs. E. I. 
& T. H. et al. By Examiner Leland F. James. Rate, bituminous 


‘coal, Daggett, Ind., originally consigned to Joliet, Ill., and re- 


consigned to Red Oak, IIl., inapplicable. Rate applicable, $3.43 
a net ton, not unreasonable. Shipment not misrouted. Repara- 
tion of $2.74 proposed. 


‘Junk 


No. 24222, West End Scrap Iron & Metal Co. vs. D. S. S. & 
A. et al. By Examiner Roy McKee. Proposes dismissal. Rates, 
four carloads of junk, Dollar Bay and Hancock, Mich., to Duluth, 
Minn., not unreasonable. 


High Explosives 


No. 23894, Union Explosives Co. vs. N. & W. et al. By 
Examiner Charles A. Rice. Proposes reparation of $202.22 on 
finding rate, high explosives, Emporium, Pa., to Welch and 
Caples, W. Va., unreasonable to extent it exceeded $1.585. 


Fuel Oil 


No. 24071, Oil Heat, Inc., et al. vs. Canton et al. By Ex- 
aminer George M. Curtis. Proposes dismissal. Commodity 
rates, fuel oil, Baltimore, including Canton, Md., to Winchester 
and Berryville, Va., not unreasonable. 


Antimonial Lead 


No. 24107, Federated Metals Corporation vs. Pennsylvania 
et al. By Examiner L. J. P. Fitchthorn. Dismissal proposed. 
Rate, antimonial lead, East Liberty, Pa., to Chicago, IIl., not 
unreasonable. 

Sweet Potatoes 


No. 24127, Traffic Bureau-Lynchburg Chamber of Commerce 
for L. E. Lichford vs. N. & W. et al. By Examiner Harris 
Fleming. Dismissal proposed. Charges, sweet potatoes, West 
Alliance and Beaufort, N. C., to Lynchburg, Va., not unrea- 
sonable. 

Engines and Parts 

No. 24159, Swiss Oil Corporation vs. C. & O. et al. By Ex- 
aminer L. B. Dunn. Proposes reparation of $51.10 on finding 
rate, internal combustion engines and parts thereof, Olean, N. 
Y., to Louisa, Ky., inapplicable. Applicable rate, 39.5 cents, not 
unreasonable. 

Imported Cotton 

No. 24179, Raybestos-Manhattan, Inc., et al. vs. C. of N. J. 
et al. By Examiner George C. Clarke. Dismissal proposed. 
Rating and rates, imported cotton, compressed, any quantity, 
New York (lighterage) N. Y., Clifton, Staten Island, N. Y., and 
Bayway, N. J., to Manheim, Pa., not unreasonable. 

Electric Safety Switches 


No. 23882, American Electric Switch Corporation vs. Penn- 
sylvania. By Examiner Frank C. Weems. Dismissal proposed. 
First class rates, electric safety switches, L. C. L., Minerva, O., 
to East St. Louis, Ill., applicable and not unreasonable. 


Lumber, Piling, Ties 

No. 23589, American Creosote Works, Inc., vs. L. & A. et al. 
By Examiner S. V. Markley. Rates, lumber, piling and ties, 
creosoted in transit at Southport (New Orleans), La., from vari- 
ous Louisiana origins to Oelwein, Ia., and Laredo, Bryan and 
Houston, Tex., not unduly prejudicial but unreasonable to extent 
that the rates charged for the movements from the various 
Louisiana origins to Southport exceeded 9.5 cents. Reparation 
proposed. 

Transit On Steel 


No. 23861, Leader Iron Works, Inc., vs. I. C. et al. By 
Examiner C. J. Peterson. Dismissal proposed. Failure of de- 
fendants to grant transit on steel articles shipped to Decatur, 
Ill., and reshipped thence in the form of completely set-up steel 
tanks, not unreasonable or unduly prejudicial. 


Broom Corn 


No. 23456, Los Angeles Chamber of Commerce vs. A. T. & 
S. F. et al. By Examiner Myron Witters. Recommends that 
Commission find rates, broom corn, points in Kansas, Oklahoma, 
Texas, Colorado and New Mexico to California points were and 
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are not unduly prejudicial to complainant but that they are and 
for the future will be unreasonable to extent they exceed $1.50, 
minimum 25,000 pounds, from transcontinental groups F to J, 
inclusive. Record does not warrant any finding as to rates to 
Washington and Oregon. 


Reparation On Road Scrapers, Etc. 


No. 21345, Galion Iron Works & Manufacturing Co. vs. A. 
C. L. et al. By Examiner Paul G. Thompson on further hearing. 
Amount of reparation due complainant on carload shipments 
of road scrapers and road rollers, Sidney and Galion, O., to Or- 
lando, Fla., and from Orlando to Galion, under findings in orig- 
inal report, 155 I. C. C. 766, that the rates charged were inap- 
plicable, determined. Complainant entitled to reparation of 
$595.33 from Atlantic Coast Line and of $645.19 from Seaboard 
Air Line. 

Enameled-Iron Bathtubs 


No. 23958, C. S. Jahns vs. GC. C. C. & St. L. et al. By 
Examiner J. H. Smith. Proposes reparation of $394.69 on find- 
ing unreasonable rates, enameled-iron bathtubs, in straight car- 
loads, and in mixed carloads with other enameled-iron plumb- 
ers’ goods, Monaca, Pa., to Fort Worth, Tex., prior to July 14, 
1928, to extent they exceeded $1.61 applied to the actual weights 
of the shipments other than the shipment which moved in car 
A. T. & S. F. No. 65505, the charges on the latter shipment to 
be based on minimum of 38,880 pounds. 


Lumber 


No. 24197, S. J. Peabody Lumber Co. vs. N. Y. C. & St. L. 
et al; By Examiner L. B. Dunn. Dismissal proposed. Rate, 
lumber, Columbia City, Ind., to Buffalo Junction, N. Y., ap- 
plicable. 


Battery Cable Terminals 


No. 23968, Whitaker Battery Supply Co. vs. A. T. & S. F. 
et al. By Examiner Harold M. Brown. Rate, battery cable 
terminals, Kansas City, Mo., to Philadelphia, Pa., inapplicable. 
Applicable rate proposed to be found to have been 97.5 cents. 
Reparation proposed. 


Glue Stock 


No. 24183, Eagle-Ottawa Leather Co. vs. C. & N. W. et al. 
By Examiner Harold M. Brown. Dismissal proposed. Rates, 
glue stock, Grand Haven and Whitehall, Mich., to Carrollville, 
Wis., not unreasonable. 


Cement 


No. 24268, Consolidated Cement Corporation vs. Cincinnati 
Northern et al. By Examiner Roy E. McKee. Dismissal pro- 
posed. Claim alleging unreasonableness, rate, cement, Cement 
City, Mich., to Chagrin Falls, O., proposed to be found to have 
been barred by the statute. 


Lumber 


No. 24114, J. N. Brownlee vs. Southern. By Examiner G. L. 
Shinn. Dismissal proposed. Shipments, lumber, Brownlee’s 
Spur, Ala., to Mobile, Ala., not shown to have moved in inter- 
state or foreign commerce. 


Fuller’s Earth 


No. 23471, White Eagle Oil Corporation vs. C. R. I. & P. 
et al. By Examiner Carl A. Schlager. Rates, fuller’s earth, 
Quincy and Jamieson, Fla., to Augusta, Kan., and North Fort 
Worth, Tex., unreasonable to the extent they exceeded or may 
exceed column 16 rates prescribed in Consolidated Southwestern 
Cases, 123 I. C. C. 203, minimum 60,000 pounds, except when 
cars are loaded to full visible capacity in which actual weight 
shall govern. New rates and reparation proposed. 


Canned Fruit Loading 


No. 24045, S. S. Pierce Co. vs. B. & A. et al., and a sub- 
number, Ruval Foods, Inc., vs. Same. By Examiner Carl A. 
Schlager. Rate charged, loading interstate shipments, canned 
fruits and vegetables and dried fruits and vegetables received 
from coastwise steamships at Commonwealth Pier No. 5, Bos- 
ton, Mass., 60 cents a ton and 25 cents for wharfage, the latter 
collected by Massachusetts, the owner of the pier, inapplicable. 
The examiner proposes that the Commission construe the tariff 
as a holding out by the railroad companies that the 60 cents a 
ton charge included the wharfage because, among other things, 
Commonwealth Pier No. 5 was shown as a terminal of the New 
Haven railroad. Shippers, the examiner said, were not ex- 
pected to look beyond published tariffs to determine circum- 
stances surrounding the operation of a terminal shown therein. 
Reparation proposed. 


EXCESS INCOME REPORTS 


Finance No. 3820. Excess income of Mansfield Railway & 
Transportation Company. Tentative determination by Com- 


mission, division 1, that carrier has recapturable excess income 
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of $24,070.32 for last ten months of 1920 and for 1921 to 1995 
inclusive, based on values ranging from $82,000 to $92,000. ' 
Finance No. 3849, excess income of Mount Hood Railroad 
Co. Tentative determination by Commission, division 1, that 
carrier has recapturable excess income of $36,019.07 for 1999 to 
1924, inclusive, and 1926, based on values ranging from $599 009 
to $550,000. ; 


SUSPENDED TARIFFS 


In I. and S. No. 3611, the Commission has suspended fro, 
June 9 until January 9 schedules in supplement No. 20 to & 4 
Dulaney’s I. C. C. No. 35; supplement No. 104 to C. W. Gai; 
gan’s I. C. C. No. 110; supplement No. 104 to F. L. Speiden’s 
I. C. C. No, 1143, and numerous other tariffs and supplements 
to tariffs. The suspended schedules propose to cancel existing 
commodity rates on salt cake (crude sulphate of soda), in 
carloads, from, to and between southern points, and apply rates 
based 20 per cent of first class in lieu thereof, resulting jy 
increases and reductions in rates. 

In I. and S. No. 3612, the Commission has suspended from 
June 9 until January 9 schedules in supplement No. 76 to J. 


Cottrell’s I. C.C. No. 762; supplement No. 20 to E. H. Dulaney’s | 


I. C. C. No. 35; supplement No. 73 to B. T. Jones’ I. C. ¢. No. 
2198; supplement No. 29 to F. L. Speiden’s I. C. C. No. 1135, and 
numerous other agency and individual line tariffs. The gus. 
pended schedules propose to cancel existing commodity rates 
on butter, eggs, and live poultry, in carloads, from, to and 
between points in southern territory and apply in lieu thereof 
class rates, resulting in increases and reductions in rates, 


In I. and S. No. 3614, the Commission has suspended from | 


June 9 until January 9 schedules in joint supplement No. 104 to 
C. W. Galligan’s I. C. C. No. 110, F. L. Speiden’s I. C. C. No, 


1143, and numerous other agency and individual lines’ tariffs, 


The suspended schedules propose to revise the rates on sash, 
door, blinds, frames and other wooden building material, in 
carloads, from, to and between points in southern territory, 
which would result in numerous increases and reductions in 
rates. 

In I. and S. No. 3615, the Commission has suspended from 
June 9 until January 9 schedules in supplement No. 25 to E. B. 
Boyd’s I. C. C. No. A-2088, supplement No. 21 to I. C. C. No. 3, 
supplements Nos. 100 and 107 to W. P. Emerson’s I. C. C. No. 
157, supplements Nos. 178 and 181 to F. L. Speiden’s I. C, ¢. 
No. 1187, and other tariffs of agency and individual line issues. 
The suspended schedules propose to cancel commodity rates 
on plaster, plasterboard, gypsum, stucco and related articles, in 
carloads, to, from and between points in southern territory and 
apply in lieu thereof class rates, resulting in both increases 
and reductions in the present rates. 

In I. and S. No. 3613, the Commission has suspended from 
June 9 until January 9, schedules in supplements Nos. 18, 20 
and 21 to E. H. Dulaney’s I. C. C. No. 35, and numerous other 
agency and individual lines tariffs. The suspended schedules 
propose to cancel commodity rates on asphalt, tar and/or pitch, 
in carloads, from, to and between points in southern classifica 
tion territory, and to apply class rates in lieu thereof, resulting 
in both increases and reductions. 

In I. and S. No. 3610 the Commission has suspended from 
June 5 until January 5 schedules in supplement No. 40 to J. E 
Johanson’s I. C. C. No. 2182, joint with B. T. Jones’ I. C. C. No. 
2259. The suspended schedules propose to establish a rate of 
10 cents per 100 pounds on brick, in carloads, from Jackson, Mo, 
to East St. Louis, Ill., whereas it is alleged at present the St 
Louis rate of 9 cents is applicable to East St. Louis under the 
intermediate rule on shipments moving via the Missouri Pacific 
Railroad. 

In I. and S. No. 3616, the Commission has suspended from 
June 10 until January 10 schedules in supplement No. 2 to New 
Orleans Public Belt Railroad’s I. C. C. No. 26. The suspended 
schedules propose to reduce the track storage charge on export 
grain for delivery to the Public Elevator but held in cars at the 
port of New Orleans, La., from the present charge of $1 a car 
a day to the proposed charge of 1/25 cent a bushel a 4ay, 
which averages between 50 and 60 cents a car a day, dependizs 
upon the number of bushels contained in the car. 

In I. and S. No. 3617, the Commission has suspended from 
June 10 until January 10 schedules in supplement No. oo 
Southern Railway’s I. C. C. No. A-10150. The suspended — 
ules propose to restrict the interchange switching service 4 
Charlotte, N. C., 86 as to apply only to certain industries Whe 
cars are received at Charlotte over lines other than the Souther? 


HOCH-SMITH SALT BRIEFS 
The Commission has announced the extension of or 
filing briefs in No. 17000, part 13, Hoch-Smith salt, until 
15. Greater time was allowed on account of the inabilty ve 
considerable number of the attorneys in the case to get 
work done until some time in July. 
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Shipping Decisions 


Cases Recently Decided by State and Federal Courts 


: rom Reporters and Digests of National Reporter System, 
(Digests taken frome eee Publishing Coe St. Paul, Mina. Copyright, 
eens Oy sedi, by Wert Publishing Co.) 


6 aes 


(Circuit Court of Appeals, Second Circuit.) Ordinarily, boat 
chartered for specific use is impliedly warranted as suitable for 
known purpose.—The Lawrence J. Tomlinson, 48 Fed. Rep. 
(9 . 

0 chartered for specified use must be “seaworthy,” be 
witable for known purpose.—Ibid. 

Implied warranty of seaworthiness, where charterer takes 
jirty boat and agrees to clean it, is only to effect that it will be 
aitablle for contemplated use when properly cleaned.—Ibid. 

Charterer agreeing to clean boat last used in carrying mo- 
ysses could not recover for damage because of discoloration 
st gasoline caused by dirty tanks. 

Charter party provided that charterer was to clean barge at 
his own expense, With the understanding that the barge last 
arried molasses, and although gasoline loaded in tank after 
deaning was discolored because of fact that boat before carry- 
ing molasses had been used to carry creosote and fuel oil, it 
iid not appear that owner knew that, or that he was asked for, 
ot gave, any information about previous cargoes except that 
the last was molasses.—Ibid. 





(Circuit Court of Appeals, Second Circuit.) Contract for 
arriage of rock by water was “maritime contract.”—F. S. Roy- 
ter Guano Co. vs. W. E. Hedger Co., Inc., 48 Fed. Rep. (2d) 86. 

Shipper’s cause of action against carrier for failure to have 
ispection as provided in policy was cognizable in admiralty 
as based on maritime obligation. 

Carrier having procured satisfactory insurance on shipment 
in accordance with contract, there remained thereafter to be 
wrformed only a purely maritime contract, which had for one 
it its requirements inspection in accordance with terms of 
wlicy as an aid to safe carriage of goods and an incident of 
transportation itself.—Ibid. 

Damages recoverable by shipper for loss of insurance cov- 
stage by reason of carrier’s failure to have inspection were same 
8 for breach of contract to insure.—Ibid. 

Damages recoverable by shipper for loss of insurance be- 
use of carrier’s failure to have inspection was amount of 
wlicy, less that realized from salvage sale.—lIbid. 

Shipper suffering loss of insurance coverage because of 
artier’s failure to have inspection was entitled to recover ex- 
eases in good-faith attempt to recover insurance. 

Carrier represented to shipper before trial of action against 
surance company that clause in open policy providing for 
ispection has been understood and agreed by parties to mean 
inspection of equipment at beginning of season rather than 
ispection on each particular voyage, and shipper, in reliance 
thereon, sued the insurance company and incurred expenses in 
iosecuting fruitless suit.—Ibid. 

Evidence showing amount reasonably and actually expended 
prosecuting action was sufficient prima facie proof of such 
‘lement of damage.—Ibid. 





(District Court, E. D. New York.) Charter party, postpon- 
tg delivery of steamer until certain date, if charterers required, 
and authorizing cancellation of charter, if not ready for delivery 
y later date, did not impliedly require delivery between such 
‘ates—United States Gypsum Transp. Co. vs. Dampskibs Aktie- 
‘tlskabet Kormoy, 48 Fed. Rep. (2d) 376. 

Conversation between charterers’ secretary and broker’s 
gent as to when ship could be delivered was merged in charter 
farty and not collateral agreement binding owner.—Ibid. 

Owner need only tender ship with reasonable dispatch, 
there charter party specifies no delivery date.—Ibid. 

_ Burden is on charterer to show owner’s failure to tender 
‘hip with reasonable dispatch.—Ibid. 

, Charterer could accept ship and sue for damages by late 
he but could also waive delay by not objecting promptly.— 


, Charterer waived late delivery of ship by not objecting for 
~ ays, especially where it was not redelivered to owner for 
weeks after objection.—Ibid. 





(Cireuit Court of Appeals, Second Circuit.) Bill of lading 


re be construed against carrier.—E. Gerli & Co. vs. Cunard 


8. Co, 48 Fed. Rep. (2d) 115. 
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Phrase “discharged from the vessel” in bill of lading re- 
quiring notice of claim for short delivery before removal of 
goods so discharged means delivery to shipper.—Ibid. 

While clause in bill of lading requiring notice of claim for 
short delivery before removal of goods discharged from vessel 
is valid, it must give shipper reasonable opportunity to make 
claim.—Ibid. 

Shipper, suing for short delivery, had burden of proving 
timely notice of claim.—Ibid. 

Clause in bill of lading requiring notice of claim for short 
delivery before removal of goods discharged from vessel, did 
~~ as claim until carrier abandoned search for missing 
goods. 

“Shortage” means that some goods were lost, not merely 
mislaid, and, while one may speak of something as “lost” which 
is merely missing at moment, actual loss is only when search 
is given up and thing accepted as gone.—Ibid. 

Specific limited liability clause in bill of lading, drawn in 
Italy, prevails over general clause that contract shall be gov- 
erned by English law.—Ibid. 

Carriers’ liability for short delivery under bill of lading 
drawn in Italy is governed by Italian law. 

Parties may incorporate any provisions in agreement, in- 
cluding statutes, but cannot agree that law of another place 
than that in which contract was made shall govern.—Ibid. 

Court may assume that agreement of carriage, made in 
Italy, creates obligation under civil law, but cannot assume 
extent to which carrier may value goods thereunder.—Ibid. 

Prima facie, agreement of carriage, made in Italy, is con- 
tract, and one maintaining contrary must prove Italian law.— 
Ibid. 

Shipper, not proving law of Italy, wherein bill of lading 
was drawn, could recover only amount limited by bill for short 
delivery.—Ibid. 





(Circuit Court of Appeals, Second Circuit.) Tug was liable 
for damage to barges as result of its negligence, regardless of 
fact that both tug and barges were on demise to same company. 
—The R. Lenahan, Jr., 48 Fed. Rep. (2d) 110. 

Owner of tug, to escape liability for damage to cargo on 
barges, had burden of proving that flotilla was seaworthy and 
well manned (Harter act, sec. 3 (43 USCA, sec. 192)).—Ibid. 

Tug’s fitness for service in which she was engaged con- 
stituted condition of “seaworthiness” (Harter act, sec. 3 (46 
USCA, sec. 192)).—Ibid. 

Claimant of tug held not to have established that tug at 
time of losing control of barges with resulting damage to cargo 
was well manned (Harter act, sec. 3 (46 USCA, sec. 192) ).—Ibid. 





(Circuit Court of ‘Appeals, Second Circuit.) Steamship 
company held not liable for cargo damage, in absence of neg- 
ligence, where causes of damage were within exceptions to bills 
of lading.—The Hog Island, 48 Fed. Rep. (2d) 101. 

Whether stowage was negligent and held suitable for cargo 
of chestnuts, and equipped with adequate means of ventilation, 
held fact question.—Ibid. 





Miscellaneous Decisions 


Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reperters and Digests of Mational Reporter System, 
lished blishing Ce., 3 Copyright, 
- - Wiest be West Publishing Ger) ns 





REGULATION OF COMMON CARRIERS 


(Supreme Court of New Jersey.) Declaring operation of 
busses, not approved by Public Utility Commissioners, unlawful 
was proper, where evidence showed there was no municipal 
consent to such operation over existing route prior to March 15, 
1921 (P. L. 1921, p. 390). 

P. L. 1921, p. 390, provides that nothing therein contained 
shall extend the powers of board of public utility commissioners 
to supervision of busses, operating over present routes in 
accordance with the consent of municipal authorities granted 
therefor prior to March 15, 1921—Bannon vs. Board of Public 
Utility Commissioners, 154 Atl. Rep. 402. 





(District Court, W. D. South Carolina.) Condition attached 
by Interstate Commerce Commission to lease to carriers of line 
of third railroad held to render leased line available on equal 
terms to competitors for through traffic and to prevent restric- 
tive schedules (interstate commerce act, sec. 15 (4), as amended 
by transportation act of 1920, sec. 418, 49 USCA, sec. 15 (4)).— 
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Atlantic Coast Line R. Co. vs. United States, 48 Fed. Rep. (2d) 
239. 

Failure of lessee carrier to protest against application of 
another carrier to extend its line could be considered in con- 
sruing conditions attached by Interstate Commerce Conimission 
to lease of line of third railroad, which lease second carrier had 
opposed as destroying potential routes.—Ibid. 

Conditions attached to order authorizing lease of railroad 
line to carriers, by which conditions line leased was to remain 
available on equal terms to lessee’s competitors, held within 
authority of Interstate Commerce Commission (interstate com- 
merce act, sec. 5 (2), as amended by transportation act 1920, 
sec. 407, 49 USCA, sec. 5 (2)).—Ibid. 

Interstate Commerce Commission cannot authorize one Car- 
rier to acquire control over another unless acquisition is in 
public interest (interstate commerce act, sec. 5 (2), as amended 
by transportation act 1920, sec. 407, 49 USCA, sec. 5 (2)).—Ibid. 

Lessee carrier, consenting to conditions which required 
leased railroad line to be opened to competitors on equal terms, 
could not claim that conditions violated statute by limiting 
through routes (interstate commerce act, sec. 15 (4), as amended 
by transportation act 1920, sec. 418, 49 USCA, sec. 15 (4)).—Ibid. 

Schedules, which would restrain joint rates otherwise auto- 
matically applicable to traffic over new line of connecting car- 
rier, could be suspended by Interstate Commerce Commission, 
and such suspension did not amount to the establishment of 
new and additional through routes, as the restrictive schedules 
affected existing rates; fares and charges (interstate commerce 
act, sec. 15 (7), as amended by transportation act 1920, sec. 
418, as amended by act of March 4, 1927, sec. 2 (49 USCA, sec. 
15 (8) and sec. 15 (7)).—Ibid. 


(Supreme Court of New Mexico.) To transport goods is 
railroad’s absolute duty.—San Juan Coal & Coke Co. vs. Santa 
Fe, S. J. & N. R. R., 298 Pac. Rep. 663. 

Corporation commission’s order requiring agents and fa- 
cilities for receiving and delivering freight are enforceable if 
reasonable and just, considering interests and rights of railroad 
and public (Const. art. 11, sec. 7).—Ibid. 

Complainant has burden of proving reasonableness and 
justice of corporation commission’s order regulating carrier’s 
service.—Ibid. 

Corporation commission’s order requiring regular biweekly 
train service held reasonable and just under circumstances.— 
Ibid. 

Corporation commission’s order requiring agency at certain 
point held unreasonable and unjust under circumstances.—Ibid. 

Ordinarily corporation commission’s requirement for estab- 
lishment of railroad agency is unenforceable if cost of estab- 
lishment and maintenance has not been shown.—Ibid. 

Severable requirements of single order of corporation com- 
mission regulating service will be treated as separate orders, if 
one is unreasonable or unjust.—Ibid. 


COMMISSION ORDERS 


: No. 24392, Federal Foundry Supply Co. vs. B. & O. et al. 
ican Tar Products Co. permitted to intervene. 

No. 22585, Kaw Valley Potato Growers’ and Shippers’ Traffic As- 
sociation vs. A. T. & S. F. et al. Order entered December 13, 1930, 
as subsequently modified is vacated and set aside, and preceeding 
reopened for reconsideration. 

No. 24366, Donner-Hanna Coke Corporation vs. A. & K. et al. 
American Cyanamid Co. and Wheeling Steel Corporation permitted 
to intervene. 

No. 21959, Chamber of Commerce of Kansas City, Mo., et al. vs. 
A. G. S. et al. Proceeding reopened for reconsideration. 

No. 24425, Armour & Co. vs. A. T. & S. F. et al. Swift & Co. per- 
mitted to intervene. 

No. 24042, Pennsylvania Dixie Cement Corporation (successors to 
Dixie Portland Cement Co.) vs. N. C. & St. L. et al. Motion of 
defendants to dismiss complaint on ground that complaint is barred 
by statute of limitations sustained and complaint dismissed. 

No. 18761, Galveston Cotton Exchange & Board of Trade et al. 
vs. A. & V. et al., and No. 19599 (and Sub. 1), Alexander Eccles & 
Co. vs. M. & O. et al. Proceeding reopened for reconsideration on 
record as made. 


Amer- 


No. 24453, General Motors Corporation et al. vs. A. A. et al. 
Auburn Automobile Co. permitted to intervene. 

No, 24254, City of Newark, N. J., et al. vs. Pennsylvaina. Port 
of New York authority permitted to intervene. 

No. 24145, Wishnatzki & Nathel vs. Ry. Express Agency, Inc., 


et al.; Geo. Allison & Co., Inc.; Heller Bros., Inc.; A. Carobine Co., Inc.; 
A. T. Conord & Bros., Inc.; H. Warne & Sons, Inc.; Perrich Bros.; 
H. G. Miles & Co.; Adam Hebeler & Co.; Rothman & Solomon; and 
A. E. Freeman permitted to intervene. 

No. 22393, Binswanger & Co. of Texas vs. C. R. I. & P. et al. 
Proceeding reopened for reconsideration. 

No. 13535, Consolidated Southwestern Cases et al. Proceedings are 
reopened for further hearing, at such times and places as the Com- 
mission shall hereafter designate, upon the question of lawful car- 
load rates and minimum weights for application to the transportation 
of “salt, calcium and phosphate, combined, in bulk, or in bulk in bags, 
barrels, boxes or pails’’ and of ‘‘mineral mixtures for animal or poultry 
feeding’ between points embraced by said proceedings. 

Finance No. 8692. Application of A. V. I. for certificate to con- 
struct an extension of its line of railroad in Hutchinson, Reno County, 
Kan., and Finance No. 8715, Application of Hutchinson & Northern for 
certificate to construct and operate additional tracks in and near 
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Hutchinson, Reno County, 
— yp gh ¥ e 
oO. alter Young vs. C. of N. J. et al. J. y : 
Co. permitted to intervene. T. Cohn Cos 
7 Finance No. 8760, Application of C. & S. for certificate to aba 
its line of railroad between a point near Coalton and Boulder oa 
Town of Superior, Colo., and Free Americans, Inc. permit} Oo 
intervene. ; mitted to 

Finance No. 3896, Excess income of Red River & Gulf. Order of 
April 10, 1931, directing further hearing for purpose of receiving ¢ *. 
dence concerning use, operation, and value of certain tracks ao. 
designated during the period March 1, 1920, to December 3} 1920 me 
the calendar years 1921 to 1927, inclusive, broadened to permit adore 
of evidence concerning use, operation, and value of the property oe 
but_not owned by the Red River & Gulf Railroad Co., as se{ forth 
in Exhibit ‘A’ to said petition, and the hearing assigned for July * 
is cancelled, and reassigned on September 8, at 10 o'clock a. m. 
(standard time), at the office of Commission, Washington Da 
before Examiner Rasch. ee ae 

No. 22389, Tri-State Traffic Co. vs. Pennsylvania et al, Defenj- 
ants’ petition concerning reparation denied. 

No. 14953, A. B. A. Independent Oil & Gasoline Co. et al, ys N 
T. & S. F, et al., and cases grouped therewith. Order entered Febry. 
ary_9, 1931, modified so as to authorize defendants herein to establish 
said rates from Group 1 to the designated points in Nebraska, on or 
before June 16, upon notice to Commission and general public py 
not less than five days’ filing and posting in manner prescribed jp 
section 6 of interstate commerce act. 

No. 22319, Porter Oil Co. et al. vs. A. T. & S. F. et al. Petition 
of defendants for rehearing and/or reconsideration and _ postponement 
of effective date of order of February 9, in this proceeding and other 
cases disposed of therewith, and petition of Shell Petroleum Corpora. 
tion, for rehearing and/or reconsideration of Commission’s decision 
of February 9, 1931, denied. ; 

No. 20968 (and Subs. 1 and 2), James Gallagher et al. vs. Penn- 
sylvania. Petition of complainants for reconsideration of conclusions 
of devision 3 in respect of reparation by entire Commission, and 
for further hearing to enable complainants to prove the amounts 
of reparation claimed denied. i 

No. 15682, Missouri-Kansas-Texas vs. K. C. T. Petitions filed py 
St. L.-S. F. and K. C. S., dated April 23, and C. G. W., dated May i. 
praying for a rehearing upon questions therein set forth denied. 

No. 24407, Armour & Co. vs. A. C. & Y. et al. Swift & Co. per- 
mitted to intervene. 

No. 15030, Sub. 1, Oscar Mayer & Co. vs. N. Y. C. et al. Petition 
on behalf of complainant for reopening, reargument, and reconsidera- 
tion in matter of reparation denied. 

No. 21858, Premier Red Ash Coal Corporation vs. N. & W. et al. 
Proceedings reopened for argument before Commission at such time 
as Commission may hereafter direct. 

Fourth Section Application No. 12953, brick from and to points 
in southwestern territory. Petition filed by F. A, Leland, agent, for 
postponement of effective date fixed by second supplemental fourth 
section order 10324, brick from and to points in southwestern terri- 
tory, entered in said application, denied, sufficient justification not 
having been shown. ee 

Fourth Section Application No. 14267, brick from and to points in 
southwestern territory. Petition filed by F. A. Leland, agent, for 
modification of fourth section order 10549, brick from and to points in 
southwestern territory, entered in said application, denied, sufficient 
justification not having been shown. 

No. 22926, Keuka Lake Ice Co. vs. L. V. et al. 
tition for rehearing denied. 

No. 21165, Hamilton Rubber Manufacturing Co. et al. vs. B. & 0 
et al. Complainants’ petition for rehearing denied. 

No. 22083, W. I. Anderson & Co, et al. vs. Southern et al. De- 
fendants’ petition for further consideration on present record denied 

No. 23597, Rea-Patterson Milling Co. vs. M. P. et al. Complain- 
ant’s petition to reopen for additional evidence orally, under modified 
procedure or under shortened procedure, denied. 

No. 21743, West Virginia Brick Co. et al. vs. C. & O. et al. Pro- 
— reopened for oral argument and reconsideration on record 
as made. 


No. 16148 (and Sub. 1), Sinclair Wyoming Oil Co. vs. C. & N. W. 
et al. No. 16696, (and Sub. 1 and 2), Sinclair Crude Oil Purchasing 
Co. vs. C. & A. et al. Petition of defendants for reconsideration ant 
modification on present record denied. ae 

No. 24398, Rudy-Patrick Seed Co. vs. A. T. & S. F. et al. Motion 
of defendant, Missouri Pacific, to strike complaint on ground that th 
issues involved therein have been disposed of in No. 17000, part: 
grain and grain products in western territory, overruled. ” 

No. 20945, Ware Bros. Agency vs. C. & A. et al. Petition of com- 
plainant for a corrected order to provide for specific through rate 
from Mooar, Ia., and Ashburn, Mo., to Tuscumbia, Ala., on the com: 
modities named in finding 1, and a minimum weight of 24,000 pound 
for application on commodities named in that finding denied. a 

No, 23833, American Scrap Material Co. et al. ys. A. & ¥. vote 
Petition of complainant, American Scrap Material Co., for further? 
hearing denied. - 4 

No. 22047, Jackson Traffic Bureau for Jackson Fertilizer Co. ‘s 
A. T. & S. F. et al. Petition of complainant for hearing, further 0 
sideration on record already made, consolidated with No. 23641, 
Meridian Fertilizer Factory vs. G. C. & S. F., and for consideratior 
of both cases by entire Commission, and petition of intervent 
Meridian Fertilizer Factory, for reconsideration by whole Commissi 
and consolidation with No. 23647 denied. : No 

No. 14454, Wyoming Coal Co. et al. vs. Virginian et al., and! : 
13832, Gulf Coal Co. vs. Virginian et al. Petition of defendant... ¢ 
W., for modification of orders entered therein on May 19, 1925, ait 
June 4, 1928, so as to remove from their scope rates on coal to or 
ville, Ky., and certain points intermediate thereto, via a route | e 
-_ a lines to Norton, Va., and thence via the L. &- 

enied. , 

No. 24402, Farm Seed Association of North America et al. i 
T. & S. F. et al. Motion of defendant, Missouri Pacific, to —_ be 
complaint on ground that issues involve therein have been Loy 
No. 17000, part 7, grain and products in western territory °° 
ruled. ss 

No. 18194, Boston Wool Trade Association vs. A. & W. et al ot 
17447, Chicago Wool Trade Association vs. B. & O. et al., No 4: 
Midwest Wool Trade Association vs. A. & E. et al., No. abe ‘and 
west Wool Trade Association vs. A. & W. et al., and_No. 207 ordet 
Sub. 1), Midwest Wool Trade Association vs. A. & R. et al or. 
entered herein on February 9, 1931, is modified so that the os @ 
thereof shall not apply to the transportation of wool from Pe netiots 
origin located on_ narrow-gauge lines to the_ respective meopent 
thereof with standard-gauge lines, and proceedings herein Te here 
for further hearing at such time and place as Commission may 
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esignate, “‘solely for purpose of affording an opportunity to 
ite et Wool Co., Swift & Co., M. Lyon & Co., and the members 
the Midwest Wool Trade Association and the Boston Wool Trade 
sssociation, which were specifically named in the complaints herein, 
snd a8 amended, to prove their right to reparation and the amount 
‘hereof under the angings of the Commission in its said report herein 
~ February 9, . 
i‘ oon 24364, West Coast Lumbermen’s Association vs. B. F. & I. F. 
+ al. Board of Railroad Commissioners of state of South Dakota 
sermitted to intervene. oe , 
"No. 24432, Washington Building Lime Co. et al. vs. A. C. et al. 
warner Co. and American Lime & Stone Co. permitted to intervene. 

No. 24410, Cleveland Chamber of Commerce vs. A. T. & S. F. et al. 
jacob E. Decker_& Sons, T. ! , 
¢ Co. and The Rath Packing Co. permitted to intervene. 

Finance No. 8761, Application of Kansas & Oklahoma for a cer- 
ifeate of public convenience and necessity, etc. Hugoton Chamber 
Commerce of Hugoton, Kan., permitted to intervene. 
"No. 23408, National Zinc Co., Inc., vs. A. T. & S, F. et al. Com- 
sainant’s petition for reconsideration, rehearing and/or modification 


‘sto reparation prior and subsequent to September 23, 1929, denied. 
“No. 20517, Prine Lumber Co. vs. A. A. et al. Complainant’s fifth 
setition for —* rehearing or authority to fine an amended 
~omplaint denied. : 4 

TNO. 23780, International Combustion Tar & Chemical Corporation 
ss, C, of N. J. et al. Complainant’s petition for reopening and oral 
saring denied. 

— 23587, Hyman-Michaels Co. vs. S. A. L. Complainant’s second 
setition for hearing denied. 

"No, 21651, Utah Shippers’ Traffic Association vs. A. T. & S. F. 
al. Defendants’ petition for reconsideration and oral argument 
nrecord as made denied. 

~ No, 22193, Case Manufacturing Co. vs. N. Y. N. H. & H. et al. 
(efendants’ petition for reconsideration or oral argument denied. 

No. 23823, Gypsum Association et al. vs. A. T. & S. F. et al. 
Petition of interveners to dismiss the complaint in said case, and 
tht leave be given to complainants to file a petition for reconsidera- 
tion and rehearing in No. 17006, Upson Co. vs. A. A. R. R. or that 
No, 23823 be consolidated with No. 17006, denied. 

No. 20873, Ware Bros. Agency vs. A. C. L. et al. Petition of 
omplainant to reopen the case for purpose of issuing a specific 
rer requiring publication of a minimum weight of 24,000 pounds, 
and > ny purpose of proving the specific amount of reparation 
jue, denied. 


MD. INTRASTATE FERRY CASE 


A three judge court, sitting as a federal district court, com- 
psed of a member of the District of Columbia Court of Appeals 
ad two justices of the Supreme Court of the District of 
Columbia, have dismissed the bill, asking for an injunction, in 
quity No. 52254, Claiborne-Annapolis Ferry Co. vs. United 
States, Chesapeake Beach Railway Co., Interstate Commerce 
(Commission et al., which involved several novel questions. The 
till, brought by a ferry company operating a ferry between 
Annapolis and Claiborne, Md., asked for an order of the court 
anulling and setting aside a certificate of convenience and 
lecessity issued by the Commission to the Chesapeake Beach 
hailway Co., 166 I. C. C. 298, authorizing that railroad to extend 
is line by operating a ferry between Chesapeake Beach and 
Trippe’s Bay, Md. Both ferry routes cross Chesapeake Bay to 
the eastern shore of Maryland. 

The Commission raised a jurisdictional question as to 
thether the Supreme Court of the District of Columbia was a 
federal district court within the meaning of the statute provid- 
lg for courts to consider suits looking to the setting aside 
ders of the Commission. Question was also raised as to 
*hether the Court of Appeals of the District of Columbia was 
acireuit court of the United States. The statute instituting 
‘urts for the trial of such cases provides that a three judge 
‘ourt shall be composed of one or more circuit court judges. 

In this case the three judge court, in an opinion written by 

fudge Groner of the Court of Appeals, held that the court as con- 
‘uututed had jurisdiction over the litigation. This case was the 
irst in which an effort was made, in the District of Columbia, 
“enjoin an order of the Commission. 
_ The ferry company alleges that the Commission had no 
‘ubstantial evidence upon which to base its certificate of con- 
“ulence and necessity; that it was without power to issue a 
‘etificate for a ferry between points wholly within Maryland; 
aad because the railway company to which the certificate was 
sled was without power to operate a ferry. 

The Commission, in argument in behalf of its certificate 
tude by Nelson Thomas, said that the ferry company might not 
‘stitute the suit because the order of the Commission did not 
twade any legal right which the ferry company enjoyed. 
Admittedly,” said Judge Groner, in disposing of the case, 
haedlpond company has no exclusive franchise to operate a 
oe Chesapeake Bay and its right, therefore, to main- 
vo € suit is based wholly on the anticipated injury resulting 
‘it from the Commission’s order, and we think this is clearly 
lot enough.” 
oe] ) oo of that holding the court cited the Sprunt case, 
tad ¢ - 249 (50 S. Ct. Rep. 315). The court said that the rail- 
that wr had authority to conduct a railroad business and 
tion ry operation of a ferry in connection with or in the exten- 
> nots rail lines was an incident of that business recognized 

€ transportation act. 

® ferry company, said Judge Groner, in its argument, con- 
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strued the certificate as authorizing the railway to conduct a 
general ferry business separate and distinct from its railway 
business and that, the judge said, the ferry company said it 


was beyond the power of the Commission to do. The court 
said it thought there was no need for it to pass upon that ques- 
tion or to determine in this proceeding whether the certificate 
had that effect. 

“Nor do we think,” said the court, “anything in the cer- 
tificate requires us at the instance of this plaintiff alone to 
pass upon the legality of an order of such a nature.” 

The Court said it did not express any opinion on whether 
the ferry company might do an intrastate ferry business without 
authority from Maryland. It said that question needed not now 
to be considered or decided. 


DELMAR CASE MEMORANDUM 


The Commission, on account of the Supreme Court’s decision 
in Great Northern vs. Delmar (see Traffic World, May 30, p. 
1315), in a memorandum to the public, says it expects the car- 
riers to revise their tariffs so as to show the routes over which 
rates will apply as soon as possible, in conformity with Rule 
4 (k) of Tariff Circular 20, and in any event it will insist on the 
correction of all tariffs in accordance with the rule by not later 
than January 20, next, the present effective date of the rule. 
The effect of the decision is to place the duty on both carriers 
and shippers, in cases where there are two or more seemingly 
open routes, to determine whether to ship over one or more of 
such routes would result in a fourth section violation, before 
the legal route can be determined. That, the Commission memo- 
randum said, resulted in a very chaotic and confusing situation; 
hence the necessity for revision of tariffs to show definite routes. 


HOCH-SMITH PETROLEUM 


The Commission, by notice addressed to all concerned, in 
No. 17000, part 4, Hoch-Smith petroleum and petroleum products, 
No. 18458, the general petroleum investigation, and No. 17000, 
part 4-A, Hoch-Smith rates on refined petroleum products from, 
to and between points in the southwest, has changed the expec- 
tation part of its reports so that it now expects the carriers to 
publish new rates 120 days from June 15. The carriers could 
not get ready with their tariffs, in accordance with the expecta- 
tions expressed in the reports, 171 I. C. C. 286-380 and 171 I. C. C. 
381-480, within 120 days from January 15, the day upon which 
the reports were served. The notice follows: 


The reports in the above proceedings directed respondents to 
establish the rates prescribed within 120 days from the date of service. 
Requests have been received for extension of the time allowed. Peti- 
tions seeking modification or further hearing are now pending and 
receiving consideration. It will be impracticable for respondents to 
establish the rates until action has been taken on these petitions. 

In view of the foregoing, the time in which respondents will be 
expected to establish the rates prescribed is hereby extended to 120 
days from June 15, 1931. 


CHANGES IN DOCKET 


Hearing in No. 24172, Carolina Button Corp. vs. A. A. R. R. 
et al., assigned for June 12, at Greensboro, N. C., before Exam- 
iners Clifford and Valentine, was postponed to date to be here- 
after fixed. 

Hearing in No. 24240, Fieldale Mills et al. vs. Virginian 
Ry. et al., assigned for June 13, at Greensboro, N. C., before 
Examiners Clifford and Valentine, was postponed to date to be 
hereafter fixed. 

Hearing in No. 24267, Refiners’ Oil Co. vs. A. C. & Y. Ry. 
et al., assigned for June 13, at Dayton, O., before Examiners 
Cassidy & Davey, was postporied to date to be hereafter fixed. 


CONSOLIDATED CLASSIFICATION DOCKET 


The Traffic Bulletin of June 13 contains Docket No. 46, of 
the Consolidated Classification Committee, for hearings of the 
Official, Southern and Western Classification committees in 
New York (Hotel Champlain, Bluff Point, Cliff Haven Station) 
July 14; Atlanta, July 8; and Chicago, July 21. 





PACIFIC COAST ADVISORY BOARD 


The Pacific Coast Transportation Advisory Board will hold 
its twenty-sixth regular meeting at the William Taylor Hotel, 
San Francisco, June 19. Charles A. Virden, general chairman, 
will preside. Commodity committees will estimate carloadings 
for the third quarter of the year and railroad representattives 
will report on condition of equipment, etc. G. A. Leithner, 
district manager, car service division, American Railway Asso- 
ciation, will discuss conditions local to the board and conditions 
throughout the country will be analyzed by M. J. Gormley and 


W. J. McGarry. 
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CONSOLIDATION OF RAILROADS 


The Traffic World Washington Bureau 


Correspondence between Joseph W. Kennedy, of Pittsburgh, 
Pa., and Chairman Brainerd, of the Commission, made a part 
of the correspondence section of the record in the Commission’s 
consolidation plan proceeding, reveals that the former asked the 
chairman to take action looking to the stopping of alleged 
Clayton anti-trust act violations involving the Pennsylvania, 
Norfolk & Western, New York Central, Pittsburgh & Lake Erie, 
Chesapeake & Ohio and Hocking Valley. 

Mr. Kennedy said in his letter to the chairman that the 
Pennsylvania owned stock in the Norfolk & Western, the New 
York Central in the Pittsburgh & Lake Erie, and the Chesa- 
peake & Ohio in the Hocking Valley, charging that such owner- 
ship was in violation of the Clayton act. He said the stock 
was owned for the purpose of giving the trunk lines a chance 
to manipulate the coal rates in both the northern and southern 
fields which were in competition. 

Several years ago, said Mr. Kennedy, Commissioner East- 
man was kind enough to call to the attention of the Commis- 
sion’s bureau of investigation the ownership of the Norfolk & 
Western by the Pennsylvania, and that, as he recalled it, the 
bureau made a preliminary investigation of the matter, but for 
some reason as to which he was not informed the question was 
not followed through to a conclusion. 

“T am advised by our Bureau of Inquiry,” said Chairman 
Brainerd in his letter replying to Mr. Kennedy, “that during 
1928 Commissioner Eastman brought to its attention certain 
correspondence from you in which it was alleged that several 
common carriers, including the Norfolk & Western and the 
Pennsylvania, were violating the commodities clause of the 
interstate commerce act. With the small staff of the bureau, it 
was not possible to make a field investigation of all those mat- 
ters, but certain of them were investigated fully. 

“Based upon the information thus obtained, a test case, to 
determine the applicability of the commodities clause in in- 
stances where the railroad is controlled by the industry whose 
products it transports, was instituted by the Department of 
Justice and still is pending. 

“Such field investigation as was made at that time dia not 
include the relations existing between the Pennsylvania Railroad 
and the Norfolk & Western Railway. I am informed that the 
director of the Bureau of Inquiry recently has conferred with 
you and been in correspondence with you relative to the rela- 
tions of these particular carriers and certain coal companies, 
and that this matter is under consideration by that bureau. 

“T am not in a position at this time to express any opinion 
as to how many, if any, of the corporate relationships men- 
tioned in your letter contribute to violations of the Clayton act 
or of the commodities clause of the interstate commerce act, or 
as to when action can be taken in respect of such violations, 
if any, as may exist. Your attention is called to the fact, how- 
ever, that the Commission, in Chesapeake & Ohio Railway Com- 
pany Acquisition, 162 I. C. C. 328, authorized the Chesapeake 
& Ohio to acquire and operate the properties of the Hocking 
Valley.” 


NEW ENGLAND CONSOLIDATION 


“Complete accord” with the minority report of the New 
England Railroad Committee to the governors of the New Eng- 
land states on the question of railroad consolidation, as it affects 
New England, was expressed in a report made by the Maritime 
Association of the Boston Chamber of Commerce presented to 
a meeting of the directors of the chamber June 5. 

The minority report of the railroad committee recommends 
that the New York, New Haven & Hartford be integrated with 
the Pennsylvania “and omits a proposal previously advanced 
that the New Haven be assigned to joint ownership of the 
Baltimore & Ohio and Pennsylvania.” 

The Maritime Association was authorized by the board of 
the chamber to make its views public, with the understanding 
that they do not necessarily reflect the views of the chamber, 
the latter having appointed a special committee to consider the 
consolidation question. 

The Maritime Association report reviews its previous ex- 
pressions on the subject of consolidation of New England roads 
and discusses in detail the report of the New England Railroad 
Committee appointed by the governors of the state. 

In a “memoranda” attached to the association report, the 
report of the majority of the railroad committee is criticized 
point by point. 

“The majority report impresses us as a brief for special 
and unusual treatment of the transportation question as it 
affects New England, out of harmony with modern thought, and 
a negation of policy as to rail service which has been found 
advantageous to all uther parts of the United States,” says 
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the association in the first part of its report. “Ryery other 
community and section facing the sea, whether on the Atlantic 
or the Pacific or the Gulf of Mexico, strives to encourage com, 


petition and welcomes the coming of systems whose rails reach | 


as far as possible into other consuming and producing sections.” 

The majority report of the railroad committee, says the 
association, recommends setting up “an insular transportation 
system” and limitation of rail competition—“a policy unique 
in the history of railroad development.” 
stated, would endanger not only water-borne New England 
commerce but the future growth of all New England industry 
and commerce. ; 

The opinion is expressed that consideration should be given 


to the proposal to give traffic rights to the Canadian lines oye; | 


the Boston & Maine—the Canadian Pacific from Wells Rive; 
to Boston; the Canadian National from White River Junction 
to Boston, and to allow the Canadian Pacific trackage rights 
from St. Johnsbury to Portland and the New York Central guch 
rights from Worcester to Portland. 

Statements of trunk line railroad presidents and the ma. 
jority opinion of the railroad committee, according to the aggp. 
ciation, “share the following inconsistency: Where it serves 
the purpose, it is argued that if the trunk lines control the New 
England railroads they will work for their long haul and that 
this policy will menace the retention of open gateways and the 
water-borne coastwise traffic now moving through New England 
ports. Elsewhere it is asserted that since the law protects the 
shipper in the right to route his own freight and the shipper 
exercises this right to the extent that the railroads have little 
or no control over routing, there is no possibility of increasing 
traffic through the New England ports; that the shipper will 
inevitably select New York because of superior service there 
accorded.” 

Control of the Boston & Maine by the Van Sweringen lines 
would be in the interest of both water-borne and domestic New 
England commerce, as well as New England industry, it is 
stated. “All of the other presidents view with alarm the entry 
of the Pennsylvania and the Van Sweringens in the New Eng: 
land Railroad picture. Is it not clear that this attitude is in. 
spired by the fear that they may lose part of the New England 
business they now enjoy rather than by any special regard for 
the economic welfare of New England?” 

Direct management of New England roads should be in 
responsible and competent New England hands, whether owner- 
ship is there or not, it is argued. Of paramount interest, how- 
ever, is the retention of a maximum degree of competition 
between lines, with assurance that that will not be curtailed, 
says the report. 


B. & O. CONTROL OF W. M. 

The Baltimore & Ohio, which now has until July 13 to divest 
itself of ownership of Western Maryland stock under the Com- 
mission’s orders in No. 21032, Interstate Commerce Commission 
vs. Baltimore & Ohio, has petitioned the Commission for extel- 


sion of time for six months from July 13 within which to comply | 


with the orders. In addition to reasons set forth heretofore 
when the carrier obtained an extension to July 13, the petitioner 
says it is not in the public interest that it should be requried 
to divest itself of Western Maryland stock under the preselt 
conditions of serious depression. 


B. & O. UNIFICATION 


The Buffalo, Rochester & Pittsburgh Railway Company has 
filed an application with the Commission for authority to operate 
the railroad of the Buffalo & Susquehanna Railroad Corporatiot, 
the latter company concurring in the proposed arrangemell. 

At the same time the Baltimore & Ohio Railroad Compal) 
filed an application with the Commission for authority to operate 
the lines of the Buffalo, Rochester & Pittsburgh Railway Com- 
pany, including the lines of the Buffalo & Susquehanna Railroad 
Corporation. This arrangement has the concurrence of the 
Buffalo, Rochester & Pittsburgh Railway Company. 

The Baltimore & Ohio Railroad Company is the owner of 
approximately 99 per cent of the entire capital stock of the 
Buffalo, Rochester & Pittsburgh Railway Company and . 
Buffalo & Susquehanna Railroad Corporation and the propose 
arrangement is for the operation of the two railroads in closet 
cooperation as part of the Baltimore & Ohio railroad syste, 
according to the applications. 


PACIFIC CAR DEMURRAGE A 

The report of the Pacific Car Demurrage Bureau for ye 
1931, shows 10,384 cars held overtime—a percentage of ro 
as against 16,993 cars—a percentage of 06.61—for April, 193". 


Such a plan, it is © 
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FLOOR ANCHORING DEVICE is placed at the other end of the wheels and, with all elements 


in position, an extra tap or two is given the soft wedges with 
A new floor anchoring device for use in loading automobiles a hammer to lock the cross bars to the floor until destination 
and heavy machinery in railroad cars, which may revolutionize is reached. The wood blocks efficiently hold the automobile 


the shipment of 
automobiles from 
gctories Will be 
placed on the 
market July 1. Time 
gnd expense in- 
volved in bracing 
rail shipments of 
automobiles has 
been an important 
factor in the substi- 
tution of other 
means of transporta- 
tion for rail ship- 
ments, which has re- 
sulted in the loss, to 
the railroads, of mil- 
lions of dollars in 
revenue in recent 
years. 

' Officials of the 
company responsible 
for the new device 
estimate that it will 
gave seventy-five 
pr cent of the time 
required to brace shipments of 
automobiles and that unloading 
time will be reduced sixty-five 
per cent, through adoption of 
the new method. Cost to the 
shipper of materials for brac- 
ing is also greatly reduced, if 
not entirely eliminated, it is 
pointed out. 


From the railroad point of 
view, adoption of the device will 
not only assist in the retention 
of valuable traffic through elim- 
ination of one of the most 
troublesome features of the 
competitive situation, it is 
argued, but most of the usual 
cost of floor maintenance on 
cars used for automobile ship- 
ments will be done away with 
ald a large saving will result 
fom the elimination of cars 
fom service due to their being 
laid up for repairs. Rail officials 
stimate that the average cost 
of foor repairs to a car in the 
altomobile traffic is approxi- 
mately $100 a year. Under 
lading methods in use, it is 
hecessary to refloor a car about 
mee a year. Standard methods 
of bracing at present require, 








Rear of up-ended automobile with bracing and anchoring details in posi- For 


wheels to the floor and other 
cross bars may be attached to 
the two inner metal slots, be- 
tween the automobile wheels, to 
anchor holddowns passed around 
the automobile axle to prevent 
vertical movement. 

When the load reaches des- 
tination, the unloading process 
requires only the removal of the 
soft iron locking wedges, which 
are straightened and driven out 
of the vertical T posts. This 
loosens the entire shipping 
assembly and the automobile is 
free as soon as the axle hold- 
downs have been loosened from 
the center cross bar. 

The cross bar and slotted T 
posts may be used with equal 
efficiency when automobiles are 
tilted upward to conserve space 
and permit carrying of a heavier 
load in the car, as is customary. 
such loading, only two 
wheels of the automobile are 
anchored to the floor 
and the other end of 
the car is held up by 
means of a special 
decking which is 
supplied by the com- 
pany. The rear of 
the tilted automo- 
bile, equipped with 
entire floor anchor- 
ing device in ship- 
ping position, is 
shown in the first 
of the photographs 
here reproduced. 


Adaptation of 
this type of anchor- 
ing device to many 
kinds of heavy ship- 
ments is looked for. 

The installation 
cost is approxi- 
mately $200 a car 
and the total instal- 
lation weighs about 
1,100 pounds, accord- 
ing to its sponsors. 
A life of from five to 


P ; ; : ‘ ; ten years, with neg- 
Full length view of automobile car equipped with floor anchoring device ligible floor miain- 


tion for shipping. 








for use in loading automobiles and heavy machinery. Anchoring equip- 


ment is folded back in slots. tenance, is _ esti- 
mated, which, on 


‘oughly, 128 car loading nails to fasten holddowns, 96 cement’ that basis, will mean elimination of the tying up for repairs of 
coated spikes to secure bracing blocks, and 80 turn screws for about 100,000 freight cars a year, if universally adopted. 


deck braces and other details necessary to hold the cars securely 


While in transit. 


PORTABLE CONVEYOR 


By making the bracing equipment essentially a part of the 


‘tructure of the car, the new floor anchoring device simplifies 
the loading and unloading operation. 
accompanying illustrations, the new device employs four deep 
‘fooves in the car floor, running the length of the car, to secure 
the load to the car and serve as a receptacle for the bracing 
*‘quipment while not in use. Extending along the top of each 
eroove are two metal strips built into the car floor, which serve 
“8 metal slots for collapsible slotted T posts, which, in turn, 
‘fe used to anchor the automobile. 


8] 
‘tween two of the slots. 


slott 


tach 
Dlace 


blocks 
the er 
Ward 





ols are placed so that the wheels of the automobile will stand 


In loading automobiles, they are placed in position and the 
“ ed T posts are run up towards the wheels in proper position. 
then cross bars, which remain in the slots when not in use, are 
my Placed crosswise to span from one metal slot to another 
‘nd fitted down on the vertical T posts by holes in the ends of 
bar, and locked securely with a soft iron wedge which is 
d in the slot in the posts above the cross bar. Loading 
» 8rooved on the under side, are then placed snugly on ; 
Oss bar to act as a retainer and prevent forward, back- Further savings in loading and unloading costs, to or from 
and lateral movement of the automobile. The same device rail car or truck, in coal yards, materials yards, and industrial 


As shown in one of the 


The four parallel metal 
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plants are made possible by a redesigned portable conveyor 
just placed on the market by one of the large manufacturers 
of materials handling equipment. A number of improvements 
over old designs greatly extend the usefulness of this piece of 
equipment as a loading and unloading device of bulk materials. 
The length of the conveyor is twenty-two feet and a new 
“safety-first” raising and lowering device makes adjustment of 
height to suit the particular job unusually simple and easy. 
Power is furnished by an electric motor, ball-bearing type. Ease 
of handling and low upkeep are said to be prominent features 
of the machine, which will load as fast as a ton of coal a minute. 
Construction features include an 18-inch belt, head pulley 9 
inches in diameter, trough plates for special purposes, sharp- 
pointed nose at foot, and large area screening chute for use in 
retail coal yards. Adaptability to a large variety of loading aud 
unloading operations is emphasized by the manufacturers. 


PAPERBOARD SHIPPING CASES 


The general conference on simplification of paperboard ship- 
ping cases for canned fruits and vegetables held at the Depart- 
ment of Commerce May 29 approved a simplification program 
that will now be submitted to the industry for approval. A 
maximum of 48 cans as the standard unit of pack to the casé, 
41 standard boxes and 27 standard cases were the principal 
recommendations approved by the conference. If the industry 
accepts the recommendations they will be made effective Janu- 
ary 1, 1932. 

Appointment of a standing committee was authorized to 
sponsor the recommendations. It is to consist of representa- 
tives of the Paperboard Industries Association, the National 
Canners’ Association, the Canning Machinery and Supply Asso- 
ciation, the National Wholesale Grocers’ Association, the Ameri- 
can Wholesale Grocers’ Association, the Associated Grocery 
Manufacturers of America, the National Chain Store Association 
and the National Association of Retail Grocers. This committee 
also will consider suggestions for revisions and changes in the 
future. 


RAILWAY DEVELOPMENT ASSN. 


The American Railway Development Association will hold 
its twenty-third annual meeting at the Benjamin Franklin Hotel, 
Philadelphia, June 17, 18 and 19. An extensive program has 
been prepared, the main outlines of which are as follows: June 
17, opening and general session, with a luncheon at noon; 
June 18, agricultural and industrial sessions in the morning, 
luncheon at noon, sectional meetings in the afternoon and 
“Family Dinner’ in the evening; June 19, election and busi- 
ness session in the morning. Edgar D. Hilleary, vice-president 
in charge of freight traffic, Reading, will make the address of 
welcome the morning of the seventeenth, and President Russell 
G. East, agricultural agent, Pennsylvania, will respond. David 
Lawrence, editor, United States Daily, will address the luncheon 
the first day on “A Long Look Ahead in Government and Busi- 
ness.” The subject for the afternoon session that day will be 
“Mutual Interests of Railroads, Realtors, Chambers of Com- 
merce and Regional Councils in Agricultural and Industrial 
Development.” It will be discussed from the various points of 
view. 

One of the subjects for the industrial session the second 
day is “Rail Rates, Trucks and Water Transportation, and Their 
Effect on Railway Industrial Location,” to be presented by 
F. L. Ayers, industrial agent, Central of New Jersey. Other 
subjects to receive consideration at the various sessions include: 
“Produce Terminal and Storage Facilities’; “Modern Ware- 
housing”; “Should Railroads Build Warehouses to Lease to 
Shippers,” and ‘‘Non-Trucking Clause in Leases.” 

Dr. John Lee Coulter, United States Tariff Commission, will 
speak on “Relation of Domestic and Foreign Commerce to 
American Railroad Development” at the final sesstion June 19. 


DRY GOODS TRAFFIC MANAGERS 


The Trafic World Washington Bureau 


Opposition to “any attempt to increase freight rates” was 
voiced in a resolution adopted by the controllers’ congress of 
the National Retail Dry Goods Association at the closing session 
of the divisional meetings of the association. The resolution 
follows: 


Whereas the American Association of Railway Executive has an- 
nounced in the newspapers that it proposes an increase in freight 
— on one of the steps in the restoration of normal business con- 

ons, 

And whereas in the opinion of the controllers’ congress of the 
National Retail Dry Goods Association this is merely another ex- 
pedient fully as unsound as the many others that have been sug- 
gested by industrial leaders and does not go to the fundamental causes 
of the trouble, 

And whereas reference to the chart of the process of merchandise 
from producer to consumer prepared by the joint commission on agri- 
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cultural inquiry of the Congress of the United States shows that 
element of transportation costs enters into he cost of productin. 
usually from three to seven times in the progress from produce - 
consumer, ib 
And whereas any increase in freight rate will therefore refi 
many times its initial increase in the ultimate cost of goods to rb 
people of the United winten, ni . 
. e it resolved that this controllers’ congress express it 
disapproval of any effort to increase arbitrarily present retail pric 
through increased freight rates and that it call upon the National 
Retail Dry Goods Association and other similar representative nationel 
bodies to oppose vigorously any attempt to increase freight rates . 
Be it resolved further that copies of these resolutions be sent t 
the American Association of Railway Executives and the Interstate 
Commerce Commission and to the National Retail Dry Goods Associa. 
tion. nee eater 
J. E. Griffith, receiving superintendent of the Namm Store 
Brooklyn, N. Y., presided and led the discussion at the round 
table session of the traffic group. Special express rates for 
1,000-pound lots of express shipments were favored by some of 
the delegates. There was discussion of the auditing of freight 
bills. Several delegates believed it wise to have the same batch 
of freight bills audited by more than one auditing agency, [t 
was recommended that a study be made as to the wisdom of 
charging back to the manufacturer charges for handling mer. 
chandise not ordered by the merchant and returned to the manv- 


facturer. 


CANADIAN TRANSPORTATION 


“The recession in business which affected all fields of in. 
dustry throughout 1930 materially curtailed the operations of 
the steam railways in Canada” in the last year, says the report 
of the transportation committee of the Canadian Manufacturers’ 
Association, submitted at the annual meeting of the association 
at Victoria, B. C., June 1, 2 and 3. “Freight traffic, as measured 
by ton-miles, was the lightest in the last nine years, and pas- 
senger traffic, as measured by passenger-miles, was lighter than 
for any year since 1909.” 

The report was presented in two sections—a summary and 
an appendix. It covered the work done by the committee ip 
the year and reviewed general transportation developments. 

Total operating revenues of all railroads in Canada having 
annual operating revenues in excess of $500,000 were shown 
as $450,398,153 in 1930, as compared with total revenues in 1929 
of $529,152,134. The two sections of the report were subdivided 
under various headings such as “Traffic Handled”; “Export 
Rates, Regulations and Services”; “Legislation,” etc. 

Under the heading, “Motor Vehicle Transportation,” it was 
stated that “the question of handling freight by motor truck 
has been the chief consideration of our committee in an effort 
to secure regulations which would require a _ special license, 
insurance of cargo, use of uniform bills of lading, the establish- 
ment of reasonable compensation for transportation, and some 
assurance that the owners of the goods would receive payments 
for losses or damage in cases where the operators were liable.” 

Some progress in that direction had been made, it was re- 
ported, though many difficulties were still presented. 


NEW JERSEY TRAFFIC LEAGUE 


The New Jersey Industrial Traffic League held its regular 
meeting at the Newark Athletic Club May 28. Eric E. Ebert, 
president, presided. Three applicants were elected to member 
ship. The entertainment committee, headed by Benjamin Lewis, 
reported that complete arrangements had been made for the 
annual outing at Blasberg’s Grove, Hawthorne. The proposed 
general increase in rail rates was discussed. Until the rail- 
roads’ proposal becomes known, Mr. Ebert said, the League 
can only mark time as to any action it may take. A resolution 
was adopted calling on New Jersey to make a study of the 
transportation agencies: operating in the state, to the end that 
responsible operators may be protected. 

The League has adopted a resolution calling for repeal of 
the consolidation “mandate” in the transportation act of 1920. 
The resolution says it is the opinion of the League that it is in 
the best interest of the shipping public that the stipulation 
the act concerning consolidation of the rail lines of the country 
be repealed. Copies of the resolution were sent to NeW Jersey 
representatives in Congress. 


RAIL WAGE STATISTICS 


Class I railways reported a total of 1,319,315 employes nt 
of the middle of March and total compensation for the mont 
of $189,407,457, according to the monthly statement on wage 
statistics prepared from carrier reports by the Bureau of mel 
tistics of the Commission. In the preceding month the num 4d 
of employes was 1,316,494 and the total compensation, a 
818,130. Compared with the returns for March, last yeat, 
summary for March this year showed a decrease in the num “ 
of employes of 227,348, or 14.70 per cent, and the total a 
pensation showed a decrease of $37,658,978, or 16.59 per ce 
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TRUCK EXECUTIVES MEET 


The Truck Association Executives of the United States 
authorized, at their convention in St. Louis, June 8 and 9, the 
appointment of a committee to make a survey of motor vehicle 
taxation in each state, with the object of ultimately bringing 
about standardization. The committee will investigate methods, 
as well as rates, and the inquiry is expected to take about two 
years. According to Morris G. Young, of the Indianapolis office 
of the National Automobile Chamber of Commerce, licenses 
range in the various states from $2.50 to $1,700 a truck. 

It was the sense of the meeting that there should be com- 
plete national reciprocity as to the use of the highway. The 
states should recognize one another’s licenses and thus do away 
with trouble over licenses at state boundaries; traffic regula- 
tions should be made uniform; and in other respects the states 
should cooperate toward fixing standards. This subject was 
discussed by T. A. Horrocks, of Minneapolis, Tom Snyder, of 
Indianapolis, and Joseph Hays, of Sioux City. 

What the truck executives deemed a vitally important idea 
was brought out by Mr. Hays. He questioned the right of a 
state that accepts federal aid to tax interstate traffic on federal 
highways. It was their apparent opinion that they would be 
able to establish this contention in the negative in a few years. 

In the discussion relating to consolidated motor truck ter- 
minals, the conclusion was that they should be considered bene- 
ficial toward standardization of motor vehicle transportation. 

The relation of freight forwarding corporation to the regu- 
lar truck service was treated in an address by Mr. Snyder, of 
Indianapolis. The executives indicated their belief that these 
concerns are a menace to independent truck operation. Col. 
Henry C. Kelting, of Louisville, and Mr. Young, of Indianapolis, 
wged efforts for national uniformity as to state restrictions and 
regulations. 

The Missouri Truckmen’s Association was the host to the 
executives. The arrangements were in charge of Byron E. Fin- 
ley, the organization’s president. Executives from twenty-two 
states were in attendance. 


MOTOR TRANSPORT COORDINATION 


Certificates of convenience and necessity should be required 
for establishment by rail carriers of trucking deliveries within 
terminal districts or groups either in substitution for, or dupli- 
cation of, existing terminal facilities, according to the brief filed 
by the Brooklyn Eastern District Terminal in No. 23400, co- 
ordination of motor transport. The Commission is asked to 
express its opinion as to the present application of paragraphs 
18 to 21 of section 1 of the interstate commerce act to the estab- 
lishment by rail carriers of trucking deliveries within terminal 
districts or groups either in substitution for or duplication of 
existing terminal facilities; to hold that those paragraphs do 
so apply, and that if the Commission does not so hold, to rec- 
ommend legislation to provide for such application. 


MOTOR VEHICLE COMPETITION 


Recommendations and suggestions to offset motor vehicle 
‘ompetition were the outstanding business at the annual con- 
Yention of the American Association of Railroad Superintend- 
ents at St. Louis, June 9 and 10. A report was submitted by 
T. M. Flynn, Minneapolis, superintendent of the North Pacific, 
a chairman of Operating Committee No. 2 on Transportation. 

The committee found that truck competition was most vig- 
‘rous at distributing centers; by pickup and delivery the truck 
dispensed with delay and work at central terminals. The com- 
nites noted that one railroad had been successful in retaining 
‘raffic by rendering the same service, with pickup and delivery. 

“Results,” said the chairman, “have been very gratifying, 
Darticularly between the larger cities. Merchandise shipments 
ro ps two of the larger cities increased about 15 per cent 
- some of the short-haul, less-than-carload freight was re- 
re ned. At one time 36 highway trucks were operating between 
the of the larger cities. Since the inauguration of this service 
by — has been reduced to twelve, and these are operated 
olesale concerns, which in all probability will discontinue 

€n the trucks require replacement.” 
are committee recommended, where the foregoing plan 
“ hot be used, local freight service with the schedules ar- 

nged so as to expedite shipments. Some lines are making 


up mixed freight and passenger trains on local runs. Some 
lines have tried out with some success the operation of mer- 
chandise trains at night, giving mornihg delivery. The com- 
mittee reported that it found considerable difference of opinion 
among railroad operators regarding these trains. 

For the long-distance haul, beyond the reach of local serv- 
ice, the committee recommended operation of through mer- 
chandise trains and such careful classification of freight as to 
obviate delay in switching and handling. The committee 
stressed the importance of eliminating delay in the terminals 
by swift, efficient handling. 

Samuel O. Dunn, editor of the Railway Age, addressed the 
convention, appealing for friendliness for the railroads. 


MOTOR VEHICLE TAXATION 


Principles that it believes should govern with respect to 
motor vehicle taxes and the expenditure of money received by 
such taxation were approved by the American Automobile Asso- 
ciation at its annual convention at West Baden, Ind. 

The taxation principles are based on a report submitted by 
Sidney D. Waldon of Detroit, chairman of the A. A. A. national 
taxation committee, which has spent several months in the 
study of every phase of motor vehicle taxation and comprises 
the following four articles: 


Article one. Motor taxes should be confined to two forms: One 
tax to be the equivalent of a property tax, expressed preferably through 
equitable registration fees and the other to be a tax upon the priv- 
ilege of using street and road facilities to be expressed through a 
tax on fuel consumption. 

Article two. The imposition and collection of motor vehicle taxes 
should be vested in a single agency, namely, the state. 

Article three. All motor vehicle taxes should be placed in a 
special state fund and used under state direction for the creation 
and maintenance of trunk line facilities in rural and urban areas, 
so that motor taxes shall be disbursed through the least number of 
governmental units exercising the highest regional authority. 

Article four. Motor vehicle taxes should at all times be levied 
with a due regard to the ability of the owner to pay, as well as to 
the equitable distribution of the cost of state trunk line facilities in 
rural and urban areas in relation to the direct and indirect benefits 
to various classes of persons and property. 


CONTAINER SERVICE 


The Chicago & North Western, in No. 21723, in the matter of 
container service, has petitioned the Commission, after appro- 
priate proceedings first have been had, to enter an order requir- 
ing the Chicago, North Shore & Milwaukee to bring its practices 
and rates in conformity with the report and order herein, and 
that until that is accomplished petitioner be permitted to engage 
in the traffic between Chicago and Milwaukee on a competitive 
basis. 

The petitioner explained that it had established a certain 
type of container service to compete with a service of the 
Cc. N. S. & M. involving the loading and transportation on flat 
cars of “what are understood to be truck bodies or trailers.” 
It believes that the Commission’s order will require it to cease 
this competitive service while it is informed and believes the 
North Shore holds that it is not bound by the order. 


SOUTHWESTERN DOOR DELIVERY 


If, as reported, the southwestern roads have dropped their 
plans for the inauguration of store door delivery and pickup, 
the Commission, up to June 12, had not been so advised by 
them. So far as the Commission knows the southwestern rail- 
roads are still working on plans to institute such a service. 
Early proposals, put forth in a tentative way, ran counter to 
some of the inhibitions in the southwestern class rate revision, 
hence the necessity for more consideration. 


TRUCK BODY RELEASED RATES 


The Commission has authorized the Pennsylvania to estab- 
lish released rates on goods in sealed truck bodies between 
stations in Philadelphia, Pa., on the one hand, and stations in 
Jersey City and South Kearny, N. J., on the other. The author- 
ity is granted in released rates order No. 931. 

Application was made to the Commission, under section 
20, for permission to make rates, based on the declared value 
of the goods, on chinaware or porcelainware, N. O. I. B. N. in 
official classification; household goods; jewelers’ sweepings; 
paintings or pictures, N. O. I. B. N.; clock watches; rugs, N. O. 
I. B. N.; rayon; and silk in various forms; all locked and sealed 
truck bodies, between the points hereinbefore mentioned. The 
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Commission denied the application in so far as rayon was con- 
cerned. That was denied because the Commission, some time 
ago, decided that released rates should not be made on rayon. 

The truck bodies containing the articles mentioned are to 
be loaded and unloaded by the shipper and sealed and locked 
by him. The truck bodies are to have hooks on them so they 
may be lifted from the railroad cars. The plan is to carry the 
truck bodies on flat cars. The truck bodies must not exceed 
8 feet and 6 inches in width, the width of the ordinary freight 
car, and be not more than 9 feet high. They may vary in length. 
Charges are to be caleulated on the basis of the length of the 
bodies. The charges are on the truck bodies, whether loaded 
or empty. If the length does not exceed 15 feet the charge is 
to be $12; between 15 and 20 feet, $15; and between 20 and 25 
feet, $18. 

The Pennsylvania, in its correspondence with the Com- 
mission, said the desire was to experiment with the movement 
of class freight in truck bodies. Therefore, it said, the tariffs 
would carry an expiration date. Truck competition is the rea- 
son for the experiment. In the container car hearings the sug- 
gestion was often made by witnesses that perhaps the way for 
the railroads to meet truck competition would be to provide 
charges for carrying locked and sealed truck bodies. The 
Pennsylvania said that cranes with which the truck bodies 
could be taken from the cars would be provided at the stations 
from and to which the released rates would apply. 

Permission to inaugurate the experiment was granted upon 
informal correspondence about the matter, that being the routine 
observed in the making of released rates. The tariffs on the 
subject will be open to protest and suspension if shippers or 
others think there is reason for an investigation and suspension 
proceeding in connection with the matter, and they can persuade 
the Commission that it should inquire more about the plan. 

Commission men who handled the matter understood that 
the Pennsylvania was conducting an experiment with truck 
body transportation between points in Maryland, but that this was 
the first extension by that company to interstate transportation. 
They recalled that four or five years ago some of the near 
northwestern railroads, such as the Chicago & North Western 
and the Milwaukee, made proposals for such a service, but they 
lost track of the matter and did not know the outcome. 

Truck body transportation is in effect on the Cincinnati & 
Lake Erie, successor to the C. H. & D. electric road, in Ohio. 
It was testified that that company, by operating its trolley 
freight trains at an average speed of 35 miles an hour, was 
getting business from the trucks because it was operating its 
trains at a speed greater than that which could be sustained by 
trucks. The testimony was given in the motor vehicle coordina- 
tion inquiry hearing recently conducted by Examiner Flynn. 
The witness for that company also said that that road was 
getting business away from private automobiles because it 
operated its low center of gravity trolley cars between stations 
at rates running as high, sometimes, as 85 miles an hour. 


PARCEL POST REVISION 


The Trafic World Washington Bureau 


Continuing testimony in No. 24092, in re proposed changes 
in rates and regulations affecting fourth class mail matter, in 
support of the proposals of the Post Office Department, W. C. 
Wood, superintendent of the division of classification, said 
Postmaster-General Brown did not expect the increased parcel 
post rates to wipe out that part of the department’s deficit 
caused by the parcel post service. The deficit, he said, was 
$15,000,000. The revenue increase expected from the revised 
rates, Mr. Wood said, was $7,555,000. 

Concerning the increases in the first three zones, Mr. Wood 
said, on cross-examination, it was his opinion that the volume 
of business would remain the same under the proposed rates 
as at present. Luther M. Walter asked him if the $83,000,000 
of revenue obtained in the first three zones was not as great 
as could be obtained in competition with other forms of trans- 
portation. Mr. Wood, however, confined his answer to his 
opinion about the volume continuing unchanged. In arriving 
at the figures that had been proposed as the new rates Mr. 
Wood said that what the traffic would bear was one of the 
things he had considered. At present, he said, the rates in the 
first two zones were below the cost of handling the traffic. For 
handling the first pound, the rate, Mr. Wood said, was 7 cents, 
the cost 7.88 cents and the proposed rate 8 cents. That rate, 
he said, would wipe out the deficit on the first pound, but would 
not meet the deficit for 3-pound packages, the rate on which 
was 9 cents, the cost 11.5 cents and the proposed rate 11 cents. 
A part of the idea back of the revision, the witness said, was 
to obtain information as to business for future guidance. 

Hearing on the question of rates for parcel post packages 
was adjourned, on May 28, to some day after September 14, 
hereafter to be announced. Hearing on the proposal of the Post- 
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master General to increase the size and weight of parcel pogt 
packages so as to enable him to compete with express com. 
panies for such business, at the same time was put off unti) 
June 9. Technically when the taking of testimony is resumeg 
at the times indicated it will be as if there had been no hiatus 

Whether that fact will mean anything will depend upon 
whether the Postmaster General or the objectors to his pro. 
posals get into a law fight over the subject. Luther M. Walter 
in one of the conferences among the representatives of the 
Post Office Department, Commissioner Tate, Examiner Mullen 
and representatives of objecting shippers, pointed out that the 
statute placed upon the Commission the duty of making an 
investigation into the proposals of the Postmaster Genera] and 
said that if the objectors were not given time to prepare their 
side of the case the courts might be asked to determine whether 
the Commission had performed its statutory duty. 

When the Post Office had completed its side of the case 
through the cross-examination of its witnesses, Assistant 
Attorney General Wise moved, objectors having said that they 
were not ready to proceed on the instant, that the hearing be 
closed. Commissioner Tate overruled that motion. Mr. Walter 
asked for postponement to October or November. Mr. Wise 
objected to that, saying that the department having ascertained 
the cost of the service and determined that there was a deficit 
by reason of the operation of the parcel post service it complied 
with the law by asking for an increase in the rates so ag to 
make the service self-sustaining as required by law. 

The objectors said they desired to show that there was no 
deficit caused by the parcel post, but by other parts of the 
postal service which the law did not require to be self-sustaining, 
Mr. Walter said that they had not asked the Commission to 
make an investigation into the matter as the law said it should, 
but had offered to make it themselves. He said that they had 
had R. W. Fletcher, an expert accountant, go over the depart- 
ment’s cost ascertainment and point out erroneous estimates by 
the department, some over and some under, which showed that 
the expenses of the parcel post service had been overestimated 
$16,900,000, or more than the estimated deficit of $15,500,000. But 
he said the objectors did not want to put that exhibit into the 
record until they had had time to check it by sending out 
questions, the answers to which would enable them to make 
their testimony more certain 

Commissioner Tate, in ruling that the objectors should have 
time to develop their case, said that if this were a common law 
case of Smith vs. Jones, he would be inclined to say that Jones 
would have to go ahead with his defense when the plaintiff had 
completed his testimony. But he said it was not a matter of 
that sort. He called attention to the fact that the case had not 
been conducted as expeditiously, perhaps as it might have been. 
Objectors, he pointed out, had not even sent out their question- 
naire although all the pleadings, so to speak, had been in hand 
since February. He said the Commission, which had the respon- 
sibility of investigating the matter, might have set its own forces 
at work on the case. Such investigation as had been made by 
the Commission, he said, had not gone far enough to enable 
the Commission to say, in case of denial or refusal of the 
request for higher rates, why it had acted. In allowing more 
time the commissioner said he was not doing it because the 
objectors had requested it, buton account of the public interest 
in the matter and the necessity for further investigation to 
enable the Commission to perform the duty imposed on it by 
the statute. _ 

In a notice issued by Secretary McGinty the Commission 
stated that it appeared that the only objections to the petition 
of the Postmaster-General for the consent of the Commission 
to the proposals for increases in the size and weight limits of 
fourth-class mail matter were made at the hearings May 25 to 
May 28, inclusive, by the Railway Express Agency, Inc., and the 
Southeastern Express Company, and that the hearing to be 
resumed June 9 would be confined to size and weight limits. 
The notice said that at the close of the hearing “the particular 
matter referred to will stand submitted for decision, unless 
otherwise ordered.” : 

The part of the revision of parcel post rates and regulations 
proposed by Postmaster General Brown, heard by the Commis 
sion in No. 24092, proposed changes in the rates and regulations 
affecting fourth class mail matter, pertaining to size and weight 
of parcels in zones beyond the third, was submitted for decision, 
without argument, at the adjourned hearing on June 9. 


Testimony on the size and weight phase of the case was 
submitted by W. R. Hogg, speaking for the American — 
Bureau of Federation. He favored the increase in size of — 
able parcels from 84 to 100 combined inches and weight r 
50 to 70 pounds. Such increases, he said, would make i 
parcel post more attractive to mailers. Express wary te 
said he, might protest against these changes on account é ~ 
threat against what they thought was their business. BG 000 
said, he wished to remind them that there were about 25,000, 
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persons in the country who did not have and could not have 
express service. 

George W. Harriman, who has a system or formula for 
the calculation of distances in the making of rates, renewed his 
rotest to all parts of the proposals. In particular he said he 
rotested against the proposals about increased size and weight 
and the severance of that part of the case from the one cover- 
ing the rate proposals. Congress, he declared, never intended 
the postal service to carry the vast volume of business the pro- 
posed changes would invite into the mails. 

A surcharge of two cents a package on the parcel post 
pusiness now handled by the Post Office Department, without 
ay change in size or weight limits or any increase in the 
rates, Was proposed by the Railway Express Agency and the 
Southeastern Express Company, as a simple method whereby 
the Postmaster General could wipe out his deficit. It was made 
by Calvin A. Frey, assistant to the vice-president of the Railway 
Express Agency, appearing as the witness for both companies. 

“According to the Post Office Department calculations,” 
said Mr. Frey, “the expense of handling parcel post is 1.92408 
cents a package in excess of the revenue and a surcharge of 
dcents per package, if applied, should wipe out this deficit and 
not work an undue hardship on any shipper. Such a plan 
would seem to place the burden of the deficit where it belongs, 
namely, on those who use the parcel post service, and not on 
the taxpayers of the country.” 

Mr. Frey said, in answer to questions, that he could not 
make an estimate of the amount of business that would be taken 
fom the express companies by the proposed increases in the 
size and weight limits. However, he said that the services of 
the parcel post and the express companies was 100 per cent 
competitive so far as the express companies were concerned, 
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although, of course, the parcel post served persons and com- 
munities to which the express companies did not take packages. 

“The express companies do not doubt,” continued Mr. Frey, 
“that the actual costs incurred in handling parcel post are many 
millions in excess of the revenues received at present rates 
and under present size and weight limits. They feel that the 
competition of the government in the package transportation 
business is unfair and that it should not be further extended 
by the granting of the application of the Postmaster-General 
—_" to further increase the excessive size and weight 
mits.” 

Mr. Frey stated four reasons why the express companies 
objected to the proposals to increase the size and weight limits, 
as follows: 


That the present size and weight limits are in our opinion higher 
than a reasonable parcel post service by the government requires, that 
they are in a large measure responsible for the increasing deficits 
of the postal service and obviously should not be increased. 


That a large part of the parcel post traffic now admittedly being 
handled at a loss to the government was diverted from the express 
service as the result of the weight and size limits now and hereto- 
fore maintained by the post office department, especially in parcel 
post zones 1, 2 and 3. 


That the present proposals of the Postmaster General are ad- 
mittedly intended to, and would, divert still more long haul, heavy 
weight and bulky traffic from the express companies, rather than 
adequately to increase the admittedly low and unremunerative parcel 
post rates to make up the computed deficit of approximately 26 million 
dollars in parcel post zones 1, 2 and 3. 


That the effect of the adoption of the proposed increased size and 
weight limits for parcel st packages would be to further jeopardize 
the express service by diverting more and larger packages from ex- 
press to parcel post and that such further depletion of the express 
traffic in an effort to make up losses incurred in the handling of 
other parcel post traffic already diverted is neither contemplated by 
the postal act nor in the public interest. 
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CONSOLIDATION OF AIR LINES 


Consolidation of management, operation, traffic, and sales 
activities of four eastern and western air mail, passenger and 
express lines, flying approximately 12,000,000 miles annually, is 
announced by F. B. Rentschler, president of United Aircraft 
and Transportation Corporation. The four transport units will 
be designated as divisions of United Air Lines, which becomes 
the largest air transport operator in the world, in point of 
mileage flown. General headquarters will be maintained in 
Chicago. 

The air lines involved are: National Air Transport—New 
York to Chicago, Chicago to Dallas; Boeing Air Transport— 
Chicago to San Francisco; Pacific Air Transport—Seattle to 
San Diego; Varney Air Lines—Salt Lake City to Seattle and 
the Pacific northwest. These routes give United Air Lines a 
through 28-hour coast to coast plane service in addition to serv- 
ices linking the Great Lakes area to the southwest, the Pacific 
northwest, to the Rocky Mountain region 

United Air Lines’ planes fly 32,300 miles a day over 6,110 
niles of improved airways and carry approximately sixty per 
tent of the nation’s air mail, fifty per cent of which is carried 
one route, New York-Chicago to California. According to 
compilations of the Aeronautical Chamber of Commerce, 
United’s present mileage is approximately 12,000 miles a day, 
or about sixty per cent greater than that of the second largest 
transport group in the country and substantially greater than 
that of the largest European plane operator. The new consoli- 
dated company operates a fleet of 120 airplanes, including 32 
Hornet and Wasp powered tri-motor passenger transports which 
are used in the expanded passenger service recently inaugurated 
mm the New York-San Francisco, Chicago-Dallas, Seattle-San 
Diego lines, 

P. G. Johnson, president of the various Boeing companies, 
¥ho was recently elected president of National Air Transport 
aid Varney Air Lines, is now in Chicago in charge of details 
of consolidation, which presages increased activity in the field 
; air transportation, according to the announcement. Mr. 
ohnson will be elected president of United Air Lines. 


AVIATION INDUSTRY ACTION 


. Plans for the coordination of the legal and legislative activ- 
Y of the aviation industry and the adoption of a definite policy 
ret been announced by Charles L. Lawrance, president of the 
“etonautical Chamber of Commerce of America, Inc. 

This policy, just adopted by the board of governors of 








the chamber as recommended by the executive committee, not 
only unifies the action of the hundreds of members of the cham- 
ber, but also promotes cooperation wherever possible with the 
recently formed American Academy of Air Law and the air law 
committee of the American Bar Association,” said Mr. Law- 
rance, who added: 


The chamber will act as a clearing house for the collection and 
dissemination of information on state and national legislation and 
important judicial decisions. 

The industry will be kept informed on the progress of every new 
bill affecting aviation introduced and every new regulation or court 
case which arises, through an extensive service prepared by the 
general counsel of the chamber and his assistants. Briefs outlinin 
the views of the aviation industry will be presented only in suc 
important cases as may be authorized by the executive committee 
or board of governors of the chamber, although experts on the cham- 
ber’s new legal and legislative committee may work with counsel 
of member corporations as may be required in the preparation of 
their cases. ; 

In general, the industry will urge as little legislation as possible 
and undertake to oppose only such legislation as seems to be con- 
trary to the best interests of the industry as a whole. We will urge 
uniformity in licensing of aircraft and pilots, recommending that 
states, wherever constitutional and practicable, require federal licenses, 
or when impracticable, vequeye state licenses based on federal regula- 
tions. We will recommend that federal flying regulations be adopted 
by the states; that air traffic rules be made uniform; that non-paid 
commissions with one paid commissioner be appointed to supervise 
aviation activity in each state; and that state appropriations be 
encouraged to aid aviation. 

The committee also has been instructed by the board of gov- 
ernors to vigorously oppose state gasoline taxes and work toward the 
lightening of tax burdens generally during the infancy of the industry. 
Recommendations on policy regarding air transport liability and com- 
pulsory insurance are being withheld at this time until a further 
study of these matters can be made by the transport section of the 
chamber with the aid and advice of counsel. 


The committee of legal experts appointed by Mr. Lawrance 
to carry on this work will be headed by Chester W. Cuthell, 
member of the law firm of Cuthell, Hotchkiss and Mills, counsel 
for the Curtiss-Wright Corporation. Frederick W. Jackson, of 
Shearman and Sterling, counsel for United Aircraft and Trans- 
port Corporation; William P. MacCracken, Jr., former Assistant 
Secretary of Commerce for Aeronautics and now counsel for 
Transcontinental and Western Air, Inc.; Mabel Walker Wille- 
brandt, former U. S. Assistant Attorney-General and now coun- 
sel for the Aviation Corporation; George B. Logan, chairman, 
American Bar Association committee on aviation; H. Stewart 
McDonald, Jr., general counsel, Aeronautical Chamber of Com- 
merce; Alison Reppy, president, American Academy of Air 
Law, and editor, “Air Law Review” of New York University; 
and Major John Dwight Sullivan, member, Mayor Walker’s 
committee on aviation, are the other members of the committee. 
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Mr. Jackson will represent the organized aviation industry on 
the directorate of the American Academy of Air Law. Mr. 
Logan has been retained as a special counsel and Mr. McDonald 
has been reappointed general counsel for the Aeronautical 
Chamber of Commerce. 


DEVELOPMENT OF AIRPORTS 


Many airports nearing completion of construction programs 
which should enable them to qualify for Department of Com- 
merce ratings, will be examined by an airport specialist of the 
aeronautics branch, who left Washington early in June for a 
tour that will include Michigan, Wisconsin, Minnesota, North Da- 
kota, South Dakota, Nebraska, Kansas, Iowa, Missouri, Illinois, 
Indiana and Ohio, according to Harry H. Blee, director of aero- 
nautic development of the Department of Commerce. 

“The department’s representative will be available for con- 
ferences with municipalities and civic organizations interested 
in the establishment of airports and desiring assistance in the 
selection of sites and information regarding requirements for 
the development of suitable airports,’ Mr. Blee said. “Just at 
this time, however, there is considerable interest in airport 
rating due to the fact that many existing airports are improv- 
ing their facilities to an extent that will make them eligible for 
Department of Commerce ratings. 

“In the twelve states to be covered in the itinerary of the 
airport specialist, the airport investment at the first of the 
year was approximately $32,000,000, according to a survey made 
by the aeronautics branch. The airports in this region also 
were planning, on the first of January, the expenditure of nearly 
$6,000,000 additional for improvement of existing airports, and 
many of the programs represented by these anticipated ex- 
penditures now are completed or are well under way. 

“Cities desiring to avail themselves of this service, which is 
rendered by the Commerce Department without charge as part 
of the general program of fostering progress in aeronautics, 
should communicate with the aeronautics branch, Department 
of Commerce, Washington, D. C., for inclusion on this itinerary.” 


AIR EXPRESS SERVICE 


A new express service, at rates approximately 80 per cent 
under the level maintained for air express in conjunction with 
the Railway Express Agency, has been placed in operation be- 
tween Chicago, Detroit and Cleveland by the Trans-American 
Airlines Corporation. Under the new arrangement, ground 
pick-up and delivery is performed by the Western Union, at the 
points served, at a terminal charge in addition to the straight 
air express rate. The air rate between Chicago and Detroit 
is 20 cents a pound, and between Detroit and Cleveland 15 cents 
a pound. The terminal charge, including pick-up and delivery, 
is 85 cents on shipments weighing up to 200 pounds. Special 
arrangements must be made for shipments in excess of that. 
In addition to direct service between the three terminals, the 
air line provides air mail service to some 19 intermediate Michi- 
gan towns by local planes. The express service applies at those 
points, as well. 

An illustration of what is possible by air express was given 
by Lewis W. King, Chicago representative of the line, who re- 
ported that an unusual shipment of two valves, each weighing 
400 pounds, was moved over the line between Chicago and 
Detroit June 2. A company at Windsor, Canada, was in imme- 
diate need of the valves. Use of ground transportation to 
obtain them meant shutting down the factory. To avoid that, 
the valves were ordered from Crane Company, at Chicago, by 
phone, with instructions they were to be sent by air express. 
The shipment arrived in Detroit three hours and twenty min- 
utes after the phone call had been placed. A two and a half- 
hour schedule is maintained between Chicago and Detroit, with 
fifty-five minutes between Detroit and Cleveland. 


IMPROVEMENT OF AIRPORTS 


Taking advantage of the decline in the price of building 
materials, airport operators throughout the country are making 
extensive improvements on their properties, says the Aero- 
nautical Chamber of Commerce of America, Inc. Reports from 
nearly one hundred cities show that a total of $2,209,674 is being 
expended in airport construction work this spring. 

Municipal governments are spending the greatest sums on 
their landing fields. Construction of hangars, runways, a drain- 
age system, and a radio station are among the improvements 
being made at the Oklahoma City municipal airport. The total 
for improvements made at this field will reach $580,900. At the 
Chicago municipal airport runways will cost $170,000, buildings 
$76,556, grading and drainage $160,000, and fencing $20,000, a 
total of $426,556. 

Similar amounts are being expended at other large fields. 
Two hundred thousand dollars is going into improvements at 
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the Boston municipal airport; $175,000 at the Fort Worth my, 
nicipal airport, and $155,000 at the United airport, Burbank 
Calif. The cost of improvements being made at the San Fray 
cisco Bay airdrome, Alameda, Calif., will reach $125,000, Eighty. 
eight thousand seven hundred dollars is being spent on th, 
Denver municipal airport, while work now underway at Bates 
field, Mobile, Ala., is expected to cost $79,500. 


LIGHTED AIRWAY THROUGH GORGE 


A lighted lane for aircraft, 50 miles in length, running 
through a deep gorge between mountain walls and heavy forests 
is now ready for airmen to fly at night, between Portland, Ore, 
and Pasco, Wash., on the Salt Lake City-Seattle airway 
Bounded on two sides by the walls of the Columbia River Gorge. 
on the bottom by the Columbia River and the floor of the gorge 
and frequently on the top by fog, this passageway, which a 
times is virtually a tunnel, yet is the most desirable aircraf 
route through this section of the country. Airway electric flash. 
ing code beacons are mounted at 21 sites on both sides of the 
gorge at prominent locations, so that airmen need only follow 
the course outlined by the two lines of light in order to fy 
safely through the gorge. 


AIR MAIL TO COLOMBIA 


The Post Office Department has announced that arrange 
ments have been concluded between it and the Colombian postal 
administration for air mails for reciprocal use of the United 
States foreign air mail routes between this country and Colombia 
or the Canal Zone and the Colombian air mail routes from 
Colombian coastal ports or Christobal to the interior of (Co. 
lombia, effective June 15. This through air mail service, off- 
cials said, would materially advance the correspondence to and 
from the interior of Colombia, as well as provide for a prompt 
delivery at coastal offices on the Colombian air mail system, 


NEW AIR MAIL SERVICE 


Postmaster-General Brown made the first flight June 8 ove; 
the new Washington-to-Pittsburgh air mail line, operated by 
the Pennsylvania Air Lines, Inc. Approximately 10,000 letters, 
weighing 250 pounds, were carried. Operation of this line 
brings the total miles flown daily by the air mail service up 
to 74,000 miles, according to the department. 


AIR SERVICE EXTENSIONS 


Two new plane services will be begun by American Airways 
June 15, carrying mail passengers, and express. Ovperations of 
the Embry-Riddle division will be extended from Nashville, 
Tenn., to Fort Worth, Tex., via Memphis, Little Rock, Texarkana. 
and Dallas, and the southern division of the company will be 
extended from Memphis to New Orleans, via Jackson, Miss 
Ford tri-motor planes will be used in both services. The Nasb- 
ville to Fort Worth service is an extension of a through service 
operated by American Airways from Albany, N. Y., to Cleve 
land and Cincinnati, which was recently extended to Nashville 


AIR AND OCEAN MAIL AIDS 


The Post Office Department is spending about $17,000,000 a 
year for air mail service above the postage receipts from all 
mail and a little more than $19,000,000 a year for Americal 
steamship mail service to foreign countries above the cost at 
ordinary poundage rates, according to Postmaster General Wal- 
ter F. Brown. 

Justification for these expenditures was offered by Mr 
Brown in a radio address the night of June 6. He said the all 
mail expenditure was made for national security “which all of 
us believe is in large measure dependent upon our keeping 
abreast of the great nations of the world in the field 
aviation.” He said the particular task of the Post Office De 
partment was to aid in the development of an economical} 
independent aviation industry. ; : 

“Our purpose,” continued he, “is to popularize air tral’ 
portation and air travel, so that the people of our country will 
get the habit of using air transport in the ordinary affairs 0! 
their lives—in traveling, in sending merchandise and a 
munications—just as they use the railroad, the motor bus ane 
the steamship. Our object is to develop a nation-wide networs 
of air lines to carry passengers and express, upon which tras 
portation of the mails will be only an incidental operation, * 
it is today on railroad and steamship lines.” iti 

Asserting that people were acquiring the habit of fiyme, 
the Postmaster General said air transport companies 12 Apr 
carried 50,000 passengers on scheduled air travel as pn 008 
35,000 in April last year. He estimated half a million agpesoing™ 
would be carried by the air lines in the present fiscal year ai 
against 375,000 in the preceding fiscal year. In 1918 the alr mah 
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carried about 700,000 letters and in 1930 it carried more than 
399,000,000 pieces of mail, said he. 

“Just as the government is using the air mail to provide 
support for commercial aviation, it is using the ocean mail as a 
medium through which to build up and maintain an American 
merchant marine,” said he. 

The Postmaster General then reviewed the subsidy aids 
accorded shipping by the Jones-White merchant marine act 
of 1928. Ocean mail pay, said he, was simply the form in which 
congress had elected to extend financial aid to the shipping 
industry. Continuing, he said: 


Under the provisions of the Jones-White act, the Post Office 
Department has so far awarded 41 contracts for ocean-mail service on 
sade routes from American ports. These contracts ages com- 
pensation at mileage rates for the transportation of the mails, but 
they also require the shipping companies to build a large number 
of new vessels, to be placed in service on the respective trade 
routes. The fleet to be launched under this program will consist 
of about a hundred fast cargo and passenger ships, the equal of any 
vessels afloat under foreign flags. It will aggregate about 900,000 
gross tons and will cost the shipping companies approximately 
$300,000,000. It is being built in American shipyards, by American 
labor, out of American materials. Twenty-four vessels have been 
completed under this program and are already in service, while 24 
more are on the ways at various shipyards. ; 

During the fiscal year ended June 30, 1930, the department paid 
out on ocean mail contracts under the Jones-White act the sum 
of $13,000,000. During the current fiscal year, its ocean mail pay- 
ments will reach about $19,000,000; they will amount to about 
$23,000,000 in the fiscal year 1932. Ultimately, the annual payments 
on ocean mail contracts will reach a sum not less than $30,000,000 
2 year. The aggregate mail pay for the 10-year term covered by 
the existing 41 contracts will amount to about $280,000,000. ; 

This is a substantial sum. But it is negligible when we consider 
that it will give us a nucleus for an expanded and modernized 
merchant marine providing a regular and speedy mail, passenger, 
and freight service to the world’s ports. It is no more than a 
premium which the nation is paying for insurance against the 
hazards of trade competition and the dangers of foreign aggression— 
against a recurrence of the events of 1916, ’17, and ‘18, when our 
government was compelled to spend literally billions of dollars to 
improvise a merchant fleet to move our crops and our manufactures 
to foreign markets, and, later, to move our troops to the theater 
of war. 

Every modern sea power has provided ocean mail pay for the 
ships of its flag. All maritime nations consider that a ship subsidy 
is justified by the essential public service rendered by their mer- 
chant fleets, which in time of peace contribute greatly to the 
necessities of commerce and trade and in time of national emergency 
constitute an invaluable second or auxiliary line of defense. For 
generations this has been the policy of Great Britain, whose ocean 
mail payments in the last forty years have aggregated not less 
than $160,000,000. In the same period, France has paid about $200,- 
00,000 on ocean mail contracts. By the merchant marine act of 
1928, the United States has definitely committed itself to this wise 
national policy. I believe that under this legislation we will be able 
to revive and maintain our shipbuilding industry, that eventually 
we will again be carrying substantially all of our own commerce 
in our own ships, and regain the commercial and maritime inde- 
pendence which was ours a hundred years ago. 


FRESH FRUIT SHIPMENTS FROM U. S. INCREASE 


(Panama Canal Record) 


Fresh fruit shipments from the west coast of the United 
States totaled 210,553 tons in the past 7 months (October, 1930, 
to April, 1931, inclusive), showing the heavy increase of ap- 
proximately 157 per cent over fresh fruit shipments from this 
area in the corresponding 7 months in 1929-1930. Of the total 
of 210,553 tons, 197,009 tons, or over 93 per cent, were destined 
t0 European ports. Of the total bound for Europe, 61,380 tons 
were not segregated by country of destination in the reports 
submitted; of the 135,629 tons for Europe definitely classified 
16,639 tons went to Great Britain, 47,024 tons to Germany, 
23,444 tons to Holland, and 8,522 tons were distributed among 
Norway, Sweden, Denmark, Belgium, France, and Italy. 

_ The remaining 13,544 tons, or 7 per cent, of the total fresh 
iruit tonnage originating on the west coast of the United States 
during the past 7 months was destined as follows: 7,200 tons 
‘0 the east coast of the United States, 5,587 tons to South 
America, 716 tons to Cristobal, and 21 tons to the West Indies. 

The total fresh fruit shipments originating in the Pacific 
areas in the past 7 months totaled 224,158 tons, in comparison 
with 96,154 tons in the corresponding period in 1929-1930. Those 
rom ports of the United States in the past 7 months were ap- 
broximately 94 per cent of the total. 


INTERCOASTAL CONFERENCE 
‘ The intercoastal conference the Shipping Board authorized 
Chairman O’Connor to call to consider the problems confronting 
the intercoastal trade will be held at the board’s offices in Wash- 
ington June 15. The board hopes to bring about establishment 
ota basis on which the intercoastal operators may cooperate. 


PANAMA CANAL TRAFFIC 
iis The governor of the Panama Canal, Colonel Harry Burgess, 
mee: advised the War Department that in May 428 commercial 
a transited the canal and that tolls of $1,923,452.18 were 
“ected thereon. In April the commercial transits totaled 
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453 and the tolls $2,014,349.13. In May, 1930, the number of 
commercial transits was 479 and the tolls $2,162,898.60. For 
the six months ended with May the number of commercial 
transits was 2,722 and the tolls $12,118,862.58, as compared with 
3,027 transits and tolls of $13,456,292.20 in the corresponding 
1929-1930 period. 


FAILURE TO FILE TARIFFS 


The Shipping Board has discontinued the proceeding inst:- 
tuted against the Tosco Steamship Lines because of failure to 
file tariffs, the carrier having complied with the shipping act 
and the board’s regulations in that respect. 


HALIFAX CRUISE FOR LEVIATHAN APPROVED 


The Leviathan, flagship of the United States Lines, will make 
a summer cruise to Halifax, N. S., July 23, returning July 27, 
in accordance with authorization granted by the Shipping Board. 
The cruise will in no way affect the regular schedule of sailings 
maintained under the sales contract transferring the United 
States Lines to their present owners. This cruise will mark 
the first appearance of “the world’s largest ship” in a Canadian 
port, says the board. 


SEEKS HOBOKEN PIER BIDS 


The Shipping Board has authorized the readvertisement for 
sale of the government-owned piers at Hoboken, N. J., bids to 
be received thirty days after the commencement of advertising. 
Such advertising will be started within a few days. The board 
specified, however, that the specifications and invitations to bid 
contain an upset price of $4,282,000. 

Terms under which sale of the pier property will be ap- 
proved include a 2% per cent good faith deposit with each bid; 
payment of 71% per cent upon execution of the contract within 
ten days after notice of acceptance of bid; 23144 per cent at 
closing within 45 days after date of the contract; and the bal- 
ance of 66% per cent to remain on purchase money mortgage, 
payable in five equal annual installments, with interest on un- 
paid balances at the rate of 5 per cent. 

The sale proposed under the advertisements authorized by 
the board today is in accordance with a special act of Congress 
which became law last spring. 


BOARD TO CONFER WITH U. S. LINES 


Directors of the United States Lines, Inc., will confer with 
the Shipping Board June 18 with reference to affairs of the 
company which acquired its ships, including the Leviathan, from 
the board and which is building two large passenger vessels 
with aid of loans from the board. The meeting was to have 
been held June 11 but was postponed. 


SUEZ CANAL TRAFFIC IN 1930 


Suez Canal traffic declined in 1930, according to a report 
from Consul Horace Remillard at Port Said, Egypt, made public 
by the Department of Commerce. 

As compared with 1929, there was a decrease of 1,797,000 
net tons (Suez Canal measurement) or 5.4 per cent, while cargo 
fell by 6,000,000 deadweight tons or 17.4 per cent. 

American shipping passing through the Suez Canal in 1930 
decreased in all categories as compared with the preceding year. 
The record year for American shipping was established in 1925 
when 811,803 net tons, Suez Canal measurement, passed through 
in transit. American shipping tonnage, in terms of Suez Canal 
measurement, totaled 705,155 net tons in 1929 and 670,391 net 
tons in 1930. American tanker traffic was negligible; in 1925 
tanker traffic was credited with 34 transits; 21 in 1926; 15 in 
1927; 8 in 1928; 3 in 1929; and 4 in 1930. Cargo transported by 
American ships through the canal in 1930 decreased by 86,137 
deadweight tons as compared with 1929, and by 150,623 dead- 
weight tons as compared with 1928. 

In the traffic through the Suez Canal 21 flags were repre- 
sented as against 19 in 1929. Net tonnage under the British 
registry represented 55.58 per cent as against 57.12 per cent in 
1929. The German flag held the second rank with 10.70 per 
cent as against 10.32 per cent in 1929. 


PHILADELPHIA PORT GAINS 


A “marked spurt” in May traffic of ship lines operating via 
the port of Philadelphia is taken as encouraging evidence of an 
upward swing in several foreign trade directions, as well as of 
an improvement in Delaware River commerce generally. The 
entire port area showed an improvement in shipping that month. 
Notable gains in over-seas trade were registered at the piers 
of the Philadelphia Tidewater Terminal Company. Sixty-two 
ships flying flags of nearly every nation, an average of two 
vessels a day, docked at the marine base of the company on 
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the Delaware, establishing a record. Figures covering the en- 
tire port area are expected to show similar results. 

Future business of the port is a matter for optimism, in 
the opinion of E. W. Stringfield, traffic manager of the Tide- 


water Terminal Company. 

Of the sixty-two ships docking at Tidewater Terminals in 
May, 95 per cent were engaged in foreign trade and five per 
cent in intercoastal trade. “There is a continued gain,” said 
Mr. Stringfield, “in inquiries regarding facilities here and this 
is being steadily reflected in increased demand for berthing 
space to accommodate ships in the foreign trade. An excellent 
idea of the growing appreciation for Philadelphia port facilities 
is found in the fact that we are repeatedly accommodating ship- 
pers who heretofore have moved their merchandise through 
other ports. For instance, on May 25, there were eleven cargo 
carriers discharging at one time at the tidewater docks. When 
you consider our total berthing capacity is fifteen ships, this is 
semething for Philadelphia to cheer about, especially in these 
times of depressed world trade.” 

Both Mr. Stringfield and George M. Robinson, general man- 
ager of the Tidewater company, expressed enthusiastic interest 
in the line operating out of the port proposed recently by 
President Atterbury, of the Pennsylvania. It was their view 
that the additional service would “promote big strides in ship- 
ping via the Delaware.” 

Less than ten years ago, it was pointed out, the property 
of the Tidewater Terminal Company was an idle army base. 
The property leased and taken over from the government by 
Harvey C. Miller, president of the company, has been devel- 
oped into a terminal serving regularly thirty-five steamer lines 
operating to 67 foreign ports in that period. 


WATER CARRIER AGREEMENTS 


The following agreements filed in compliance with section 15 
of the shipping act of 1916 were approved by the Shipping Board 
June 10: 


Quaker Line with Swedish-American Line, Swedish-America-Mex- 
ico Line and Transatlantic Steamship Company: Arrangement for 
through movement of shipments of canned fish, canned goods and 
dried fruit from Pacific coast ports of call of Quaker Line to Gothen- 
burg, Malmo, Stockholm, Norrkoeping and other ports of call of the 
on-carrying lines. Through rates are to be based on direct line rates 
and apportioned three-sevenths to the on-carrying transatlantic line 
and four-sevenths to Quaker Line, the latter to absorb the cost of 
transshipment at New York. 

Dollar Steamship Lines, Inc., Ltd., with Dimon Steamship Cor- 
poration: Covers through shipments from Atlantic coast loading ports 
of Dimon to Oriental ports, with transshipment at San Francisco. 
Through rates and conditions are to be same as direct line conference 
rates and are to be apportioned equally between the lines, each of 
which is to assume one-half the cost of transshipment. 

Dimon Steamship Corporation with Baltimore Mail Steamship 
Company: Through billing arrangement covering shipments of canned 
goods, dried fruit and raisins from Pacific coast loading ports of Dimon 
to Hamburg. Through rates are to be based on direct line rates and 
apportioned equally between the two carriers, each of which is to 
assume gne-half the cost of transshipment at Baltimore. 

Shepard Steamship Company with Transatlantic Steamship Com- 
pany, Ltd.: Memorandum of agreement in respect to through ship- 
ments from United States Atlantic ports of loading of Shepard Steam- 
ship Company to ports of call of Transatlantic Steamship Company in 
New Zealand and Australia. Through rates are to be no lower than 
direct line published tariff rates and are to be apportioned equally 
between the lines subject to minimum proportion of $7 per ton, weight 
or measurement, to Transatlantic Steamship Company. Cost of trans- 
shipment at Los Angeles harbor or San Francisco is to be absorbed 
by the carriers in equal proportion. 


Modifications of agreements were approved as follows: 


North Atlantic Passenger Conference: Two modifications, which 

are identical in terms, filed as additions to agreements of the Atlantic 
Conference, approved by the board April 16, 1930, and North Atlantic 
Passenger Conference, approved by the board June 24, 1930. In each 
instance the modification is a reduction of 25 per cent from the east- 
bound one way third class fares to be granted to the United States 
government in connection with transportation of distressed resident 
aliens who have entered the United States within the preceding three 
years. The reduction is to be subject to the arrangement of satisfac- 
tory safeguards against its extension to others than such distressed 
resident aliens and the assumption by the government of the United 
States of full responsibility in respect to passports, visas and permis- 
sion to enter the alien’s home country. It is further provided that 
payment of rail fare to country of origin is to be required at time of 
arrangement of eastbound ocean passage. 
; North Atlantic Passenger Conference: By the agreement now filed 
it is proposed to modify an agreement in respect to transportation of 
third class and tourist third cabin passengers between United States 
and the British Islands, Scandinavia and Finland, which was approved 
by the board June 24, 1930. The modification submitted authorizes a 
30 per cent reduction of the third class round trip rates to parties of 
school boys and girls, including boy scouts and girl guides. The reduc- 
tion is to be granted only to organized parties of ten or more children 
under nineteen years of age in charge of a responsible conductor, and 
return sailing must be begun not later than three months from date 
of outward departure. Each organizer is to be required to furnish 
certificate as to the good faith of the party and to certify that he has 
obtained sanction for them to travel from the parents or guardians 
of the children. Conductors are to receive one free ticket for each 
party of twenty-five and when party consists of less than twenty-five 
but not less than ten the conductor may obtain one ticket at the 
school-boy rate. No commission or advertising allowances are to be 
paid to organizers. 
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Cancellations of agreements were approved as follows: 


Gulf Pacific-Redwood Line with Dollar Steamship Line: Cancejja. 
tion of an agreement previously approved by it between Redwood Line 
Inc., and Dollar Steamship Line, providing for the through movement 
of shipments from Gulf ports to the Orient via San Francisco, 

Gulf Pacifie-Redwood Line with Dollar Steamship Line: Canceljg. 
tion of through billing arrangement between Gulf Pacific Line and 
Dollar Steamship Line, covering shipments from Gulf ports to the 
Orient, with transshipment at San Francisco. 

Approval of these two agreements was requested because Gul 
Pacific-Redwood Line, as successor of Redwood Line, Inc., and Guit 
Pacific Line, will, under another agreement on file with the boarg 
perform the services previously rendered by those lines. : 

General Steamship Corporation, Ltd., with Arrow Line: Cancellg- 
tion of a through billing arrangement covering movement of ship- 
ments from United States Atlantic coast ports to New Zealand ang 
Australia, with transshipment at San Francisco. This agreement was 
approved by the board March 19, 1930. Approval of termination of 
this agreement is requested because of changes in the Pacific coast 
to Australia proportions of the through rates which have rendered the 
present agreement inapplicable. 5 

Luckenbach Gulf Steamship Company, Inc., with Kerr Steamship 
Company, Inc.: Cancellation of agreement in respect to through moyve- 
ment of shipments from United States Gulf ports to Oriental ports 
served by Kerr Steamship Company, with transshipment at San Fran- 
cisco. his agreement was approved by the board November 13, 1929 

Luckenbach Gulf Steamship Company, Inc., with Java-Pacific Line: 
Cancellation of through billing arrangement, approved by the board 
September 3, 1930, covering shipments from Gulf ports served by 
Luckenbach Gulf to Dutch East Indies ports served by Java-Pacific 
Line, with transshipment at Los Angeles harbor or San Francisco, 

Luckenbach Gulf Steamship Company, Inc., with Java-Pacific Line: 
Cancellation of arrangement for through movement of shipments from 

orts in the Orient served by Java-Pacific Line to Gulf ports served 
by Luckenbach Gulf, with transshipment at Los Angeles harbor or San 
Francisco, which was approved by the board July 16, 1930. 


WATER PASSENGER TRAFFIC 


Nearly 2,500,000 passengers, traveling on vessels flying the 
flags of 24 different nations, and arriving from or departing for 9) 
different countries or island groups, are recorded by the Bureau 
of Research, United States Shipping Board, in its report on 
water borne passenger traffic of the United States for the fiscal 
year 1930. 

The total mentioned included 2,236,620 passengers aggre. 
gating 91 per cent, who traveled between the United States and 
foreign countries, 70,929 or 3 per cent on tourist cruises, 117,037 
or 5 per cent who traveled to or from United States noncon- 
tiguous territories, and 21,015 or 1 per cent, who traveled 
through the Panama Canal between the Pacific and Atlantic or 
gulf ports in the United States. 

The foreign passenger traffic, which represented more than 
nine-tenths of the entire trade, was made up of 1,177,163 arrivals 
at American ports and 1,059,457 departures. Of the passengers 
who arrived, 686,805 or 58 per cent traveled first class, 71,066 or 
6 per cent, cabin class, 103,254 or 9 per cent, second class, 
87,545 or 74% per cent, third class tourist, and 228,493 or 19% 
per cent, third class The outbound passenger travel was 
divided between 665,129 or 63 per cent first class, 63,022 or 6 
per cent cabin class, 71,436 or 6% per cent second class, 93,820 
or 9 per cent third class tourist, and 166,050 or 15% per cent 
third class 

The water borne passenger movement between the United 
States and Canada was the largest reported for any country 
aggregating 850,563, of which 344,140 traveled between the United 
States and points on the Canadian Pacific coast and 506,423 
between ports of this country and ports in Atlantic Canada, and 
along the Great Lakes. The next heaviest movements were with 
the United Kingdom, including England, Scotland, Ireland and 
Wales, which totaled 303,782; France, 240,083; Germany, 165,424; 
Cuba, 158,839; Italy, 128,132; the Bermudas 79,393; Sweden, 
29,910; Japan, 22,679; Canal Zone, 21,840; China, 19,558; Norway, 
18,737; Mexico, 18,713; Netherlands, 16,271; Denmark, 14,432; 
Greece, 13,648; Bahama Islands, 12,407; Belgium, 11,681; Lesse! 
Antilles, 9,184; Newfoundland, 8,442; Spain, 8,398; and Phillip- 
pine Islands, 8,300. The remaining passenger travel between the 
United States and some fifty countries was made up of small 
groups of 6,000 or less. 

The 2,236,620 passengers recorded as arriving at or depart- 
ing from United States ports in 1930 traveled on vessels 
registered under: 24 national flags, almost 99 per cent of the 
total number traveling in the vessels of 10 nations. These were: 
Great Britain, 1,054,796 passengers or 47 per cent; United States, 
605,416 or 27 per cent; Germany, 190,446 or 9 per cent; Italy, 
136,848 or 6 per cent; France, 94,817 or 4 per cent; Netherlands, 
31,868, and Sweden, 30,259 or 1% per cent, each; Japan, 25,937, 
and Denmark, 22,530 or 1 per cent each; and Norway, 17,798 or 
¥% of 1 per cent. The remaining 1 per cent was carried by 
vessels flying the flags of Belgium, Brazil, Chile, Czechoslovakia, 
Danzig, Greece, Honduras, Mexico, Nicaragua, Panama, Peru, 
Poland, Portugal and Spain. 

Tourist cruises covering trips to almost every port of the 
world were participated in in 1930 by vessels of the following 
nine nations: United States, Great Britain, France, Gorman, 
Honduras, Italy, Japan, Netherlands and Sweden. A total 0 
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70,929 passengers was reported as departing or returning from 
these cruises which included trips to the Great Lakes and 
Atlantic, Canada and Newfoundland, Colombia, Cuba, Honduras, 
Mexico, Costa Rica, Trinidad, and a variety of Latin American 
and West Indian itineraries, North Cape in Norway, the Mediter- 
ranean, around the Pacific and around the world as well as 
trips to the noncontiguous territories of Alaska and Porto Rico. 

Nearly 66 per cent of the passengers on cruises to foreign 
countries, and all of those to noncontiguous territories traveled 
first class, making a total of 47,238 persons. Of the remainder, 
21,799 or 31 1/3 per cent traveled cabin class, 727 or 1 per cent 
second class, 688 or 1 per cent third class tourist, and 473 or 
about 1/3 of 1 per cent third class. 

The noncontiguous and the intercoastal passenger trades 
were both conducted entirely in American flag vessels. Of the 
117,087 passengers traveling to and from ports in the noncon- 
tiguous territories, 80,548 or nearly 69 per cent traveled first 
class, 10,076 or about 8 2/3 per cent cabin class, 12,098 or about 
10 per cent second class, 432 or less than 1/3 of 1 per cent third 
class tourist and 13,883 or 12 per cent third class The inter- 
coastal movement totaling 21,015 passengers, included 10,627 or 
50 per cent who traveled first class, 244 or about 1 per cent 
traveling second class, 10,113 or about 49 per cent third class 
tourist and 31 third class. 


BARGE RATE INQUIRY ASKED 


The Trafic World Washington Bureau 


In replying to petitions filed in Ex Parte 99 by the Missis- 
sippi Valley Barge Line Company for establishment of barge-rail, 
rail-barge, and rail-barge-rail rates between points in territories 
in which they have an interest, all southwestern rail carriers 
have asked the Commission to grant a hearing on the petitions 
and the answer of the rail lines, particularly with respect to the 
differential sought by the barge line. In general, the rail lines 
contend that the Commission should not act on the barge line 
petitions without obtaining information the rail lines assert is 
necessary if proper findings are to be made. (See Traffic World, 
May 9, p. 1138.) 

The rail lines oppose the request of the barge line that 
where routes and rates are available under the formulae set 
forth in the barge petition, “via two or more ports, the lowest 
be established.” They say that if they correctly understand the 
request, it is that the lowest rate applicable via any crossing, 
be made applicable via all crossings. 

“We are aware that this Commission has said that it is 
directed by Congress to base the water-rail rate on the lowest 
applicable all-rail rate,” say the rail lines. “That direction, we 
are confident it will be conceded, is not an express direction. 
It is found by implication and construction only. Section 3 (e) 
of the Denison act reads in part, as follows: 

Fix reasonable minimum differentials between all-rail rates 


and “joint rates in connection with said water service to apply until 
changed by order of the Commission. 


“This Commission has said that ‘all-rail rates,’ as used in 
the quotation next above, necessarily means rail rates presently 
in effect because, say the Commission, the purpose of the legisla- 
tion is to encourage traffic to move by barge line. While we 
concede the plausibility of this construction from one point of 
view, we have never believed the construction to be sound or to 
be the intent of Congress. . .” 

Upon reconsideration of this subject, say the rail lines, “we 
respectfully request that, if any rail-barge or rail-barge-rail rates 
are required by this Commission in answer to the petitions of 
the Mississippi, that such rates be based on the reasonable max- 
imum rail rates fixed by this Commission through the lower 
crossings, and that such rates be required by rail carriers only 
who now maintain through routes and rates via such cross- 
ings.” 

The rail carriers then discuss the barge line petitions seek- 
ing rates on the 20 per cent differential basis such as come 
within the terms of the order of the Commission in Ex Parte 96 
(mimeographed opinion dated February 14, 1931) to be appli- 
cable over routes which come within the 120 per cent and 66 2/3 
Per cent formulae 

Even though the Mississippi Valley Barge Line is here pro- 
posing that the same differential be given it which has hereto- 
fore been given the government barge line, say the rail lines, 
“we must oppose the request because we do not believe such 
a differential is warranted by the difference in cost over the 
Mississippi as compared to the cost over either the south- 
Western lines or the central freight association lines.” They 
urge that the Commission obtain data as to “what it does cost 
the Mississippi to perform the service of transportation,” and 
that no differential be granted in excess of that which is justi- 
fied by costs which the Commission has in its power to require 
ine ississippi to furnish, if any differential at all is to be found 

Stified. 
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“The matter of costs to the barge line of performing a 
transportation service and the matter of cost via rail lines of 
performing a like transportation service is a matter of great 
concern to the public,” say the rail lines. “It is the only means 
by which the Commission cah arrive at the correct answer to 
the question of what is the proper differential. That question 
can be solved by the Commission granting a hearing in this 
case, which is hereby respectfully requested, and directing the 
Mississippi, who requests the routes and differential rates, and 
directing the rail carriers, against whom the order is sought, to 
produce at the hearing accurate transportation costs made on 
any basis selected by the Commission itself. Or, the Com- 
mission could require the parties to furnish the same information 
to the Commission without a hearing and could, by that means, 
no doubt, get practically complete information. The public is 
entitled to this information. These rail carriers are entitled to 
it before the order is made against them, and particularly so 
before any order is made against them to establish rates on a 
20 per cent differential basis. General knowledge of the opera- 
tions on the Mississippi is, we believe, now sufficient to warrant 
us in saying that no differential, closely approaching 20 per cent, 
can be justified by the Mississippi.” 

The Southern Railway system lines in Ex Parte 99 have 
asked the Commission not only to deny the petition, but to in- 
vestigate “the entire situation with respect to barge-line differ- 
entials for the purpose of determining to what extent the present 
differentials should be narrowed or entirely eliminated.” 


“With their numerous advantages and then a preferential 
rate adjustment over the rail carriers, the barge lines have an 
advantage which subjects the railroads to most unfair competi- 
tion,” says the Southern. 

Attention is directed by the Southern “to the fact that the 
barge lines are unregulated and unrestrained with respect to 
their port-to-port rates, and we state on information and belief 
that some barge line or lines take advantage of this fact and 
make secret rates to large shippers in order to secure their 
traffic. Some barge line or lines apparently do not always 
observe the published port-to-port rates, but on large consign- 
ments, amounting to from fifteen to twenty-five carloads from 
one shipper, makes special rates less than the published rates. 
Obviously, the railroads, with every rate regulated by state or 
federal authority, cannot successfully compete with barge lines 
which are unrestrained and unrestricted as to their port-to-port 
rates, and which apparently are indulging in the practice of 
cutting their published port-to-port rates and making special 
rates for favored shippers. We have no information which 
would lead us to believe that the applicant in the instant pro- 
ceeding has indulged in a practice of rate cutting.” 


Barge Line Application 


The Mississippi Valley Barge Line, in Ex Parte 99, has 
asked for a certificate of convenience and necessity to operate 
on the Mississippi River between St. Louis, Mo. (East St. Louis), 
and Cairo, Ill., and for orders directing the participation of 
connecting common carriers in through routes and joint rates, so 
as to furnish increased service over the Mississippi and Ohio 
rivers, which, the application said, had been improved for that 
purpose. : 


In support of its application the barge line said that addi- 
tional routes with rates differentially lower than corresponding 
all-rail rates would be provided. It was obvious, said the ap- 
plicant, that extension of such service would be to the benefit 
of the public. 


WAREHOUSEMEN AND BARGE LINE 


In its exceptions in No. 23510, American Warehousemen’s 
Association vs. Inland Waterways Corporation, the complainant 
specifically excepts to the statement of Examiner Maidens that 
the evidence presented did not convincingly establish the in- 
adequacy of the storage charges of the barge line assailed. The 
warehousemen charge that the practice of the government 
barge line of according storage of sugar at Memphis, Tenn., 
and Birmingport and Holt, Ala., at free or reduced rates, in- 
jures complainant’s members who operate warehouses at Mem- 
phis and other points “and who have lost virtually all of the 
business formerly enjoyed by them,” and is in violation of the 
first three sections of the interstate commerce act. 


“ “This conclusion,” says complainant, referring to the state- 
ment of the examiner set forth above, “strikes at the very 
heart of the case and we are completely at a loss to understand 
how the examiner could gain such an impression from the evi- 
dence of record. We do not stop with the contention that the 
‘storage’ charge is inadequate. We insist that defendant is 
making no charge at all for the first sixty days, and nothing 
resembling a reasonable charge after that. The charge set up 
in the tariff is 14%, cents per 100 pounds, or 25 cents per ton. 
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This is called a ‘stopping’ charge and even the defendant made 
no attempt to justify it as a ‘storage’ charge.” 

Complainant asserts that the evidence is clear that the 
charge is inadequate. 

Reference is made in the exceptions to the Commission’s 
decisions in McCormick Warehouse Co. vs. Pennsylvania, 148 
I. C. C. 299, and Gallagher et al. vs. Pennsylvania, 160 I. C. C. 
563. 

“The real hurt corrected by those decisions was unequal 
treatment of warehouse patrons of the carriers,” says com- 
plainant, “and that inequality is not lessened or is not to be 
condoned or condemned based solely upon the ownership of the 
favored facility. The barge line through the lease of ware- 
house space at Memphis and the grant of free storage for 
goods held therein, has completely throttled the warehousing 
industry of that city. If that practice would be unlawful, if 
accorded to a certain privately-owned warehouse, it is just as 
unlawful if practiced at a barge-line facility.” 

Complainant also assails the examiner’s statement that the 
storage and handling service performed by defendant at its 
terminals “is in the nature of that performed by carriers when 
they grant free dockage to steamships as a solicitation for 
freight,” as one of the “most startling statements in the report.” 

“The grant of free storage in transit to a shipper patron is 
found analogous to the grant of free dockage to a connecting 
water carrier,’ says complainant. “There is absolutely no 
analogy in the two services. One is the mere mechanical 
means of interchanging traffic between two common carriers— 
the other is a direct service to a shipper.” 

The practice here assailed, says complainant, is more 
analogous to the leasing of carrier-owned warehouses, and in 
all the so-called “leasing” cases, beginning with Leases and 
Grants by Carriers to Shippers, 73 I. C. C. 671, the Commission 
has condemned the practice of offering the free usage of ware- 
house space as “an inducement to secure traffic.” In spite of 
this well-known principle of law, continues complainant, the 
examiner here concludes that the barge line in offering the 
storage privilege here assailed is within the bounds of appro- 
priate solicitation. 

“We have here a situation,” says complainant, “which pro- 
foundly affects the public interest. Here is a barge-line com- 
mon carrier, already enjoying a rate differential which is at 
least designed fully to overcome its natural transportation 
handicap, offering an additional bounty to shippers in the form 
of a free storage privilege. Further, it openly defies this Com- 
mission to stop it, relying upon the former’s lack of power to 
prescribe minimum rates for application over its line and con- 
necting rail carriers. We have its companion barge line, op- 
erated by private capital, asking that the service be discon- 
tinued as an unwarranted wasting of revenue. 

“This defendant is under a public duty to maintain rates 
for transportation on particular commodities on a level suffi- 
ciently high as not to impose any added burdens on other 
traffic. It can not comply with that duty by according free 
service and the duty is not satisfied by its governmental sub- 
sidy. Nor does the specific exception in the act concerning the 
minimum rate power relieve it of this duty because the offense 
in casting an unwarranted rate burden on other traffic is dis- 
criminatory in its nature and is not based solely upon revenue 
considerations. American Paper & Pulp Association vs. B. & 
Oo. %. KR. Co. (41 ©. C. C. 606). 

“The fact that this service is offered without discrimina- 
tion to all shippers who use the barge-line service is no defense 
of the practice here assailed. The service is not offered to 
those shippers who use the barge-line service in conjunction 
with the warehouses of complainant’s members. Complainant’s 
members, as shippers or as representatives of shippers, have a 
right to fair and equal treatment at the hands of this common- 
carrier defendant. They also have a right, as a part of the 
shipping public, to call this Commission’s attention, by com- 
plaint, to any violation of the act. ‘There is no right without 
a remedy.’ ” 

In exceptions to the report, the Texas Sugar Refining Cor- 
poration, intervener, asks that the Commission condemn the 
storage practices of the government barge line. 

“It is not for the special protection of the complaining 
warehouses that the Commission should abolish the discrimi- 
natory practices complained of, but rather the Commission 
should consider the larger question of the interest of the public 
generally; the right of all to ship their goods over defendant’s 
lines and to select their own warehouse facilities without 
penalty of being charged, directly or indirectly, a greater net 
transportation toll,” says the Texas corporation. 

The intervener urges that the facts in this case compel a 
finding that the practices complained of are unjustly discrimi- 
natory in violation of section 2 of the interstate commerce act, 
in so far as the defendant bears any cost of warehousing by 
reason of the fact that its charge for that service is less than 
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prevailing charges generally for that service in the same com- 
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munity; that defendant should be required to cease and desist 
from the said practice either by increasing its charge for 
storage to equal the cost of service or the charge made py 
other warehouses in the same community, as the case may be, on 
the one hand, or by making similar allowances to cover ‘the 
cost of storing in other warehouses. 

“The record in this case is absolutely barren of proof that 
the charges assessed for the practice assailed are such as to 
cast a burden on any other traffic whatsoever,” says the Inlang 
Waterways Corporation in its reply to complainant’s exceptions 
to the proposed report of Examiner William A. Maidens recom. 
mending dismissal of the warehousemen’s complaint assailing 
the sugar storage practices of the government barge line. 

“Furthermore, as we have pointed out, the complainant has 
absolutely no interest in the traffic to which attaches the privi. 
lege assailed, nor in any other traffic transported by the barge 
line. Even if this were not so, however, the case last cited 
(Rail-and-Water Rates from Atlantic Seaboard, 63 I. C. C. 267) 
makes it clear that Congress has withheld from the Commission 
the power to require increases of charges applicable in cop. 
nection with the transportation of property over a water-and. 
rail route.” 

The government barge line, referring to the McCormick 
warehouse case cited by complainant, says the instant case 
would be like that one “only if the defendant extended privileges 
to or made allowances for some warehouses and not to or for 
others similarly situated.” It cited a number of cases which 
it contended supported its contention that neither the ware. 
housemen’s association nor any of its members had any com. 
— interest in the assailed practice of the Federal Barge 
vines. 

To require that the charge assailed be increased or to limit 
the amount of the service which may be rendered for a given 
charge is an exercise of the minimum rate power, but the Com- 
mission has no such power over the transportation here involved, 
the barge line asserts. 


RAIL HATRED AND BARGE LINE 


(By Thomas F. Woodlock in The Wall Street Journa}) 


Senator Brookhart thus delivered himself recently: 

“The Panama Canal has worked a tremendous disadvantage 
against all the states except those on the Atlantic and Pacific 
coasts. It has reduced transportation charges to the Central 
states and the railroads have countered by adopting offsetting 
rates to the interior states. It has discriminated against the 
Mississippi Valley and all the inland country ... The develop- 
ment of the inland waterway system from the Lakes to the Gulf 
of Mexico, possibly both from Chicago and Lake Erie, the 
development of the Mississippi to St. Paul, the development of 
the Missouri to Montana, together with the Ohio River develop- 
ment and with an efficient Federal barge line operating over 
the whole system, would do much to remove the disadvantages 
and discriminations against the interior states and to equalize 
the benefits of the Panama Canal to the whole country instead 
of restricting those benefits to the Coast. There has been one 
of the worst jugglings in railroad rates in all the history of the 
carriers growing out of the Panama Canal and its resulting 
rates between coasts.” 

What an entertaining spectacle it would be if Senator 
Brookhart could be called to the witness stand, say in an Inter- 
state Commerce hearing, and invited to demonstrate with a 
blackboard and a railroad map the “offsetting rates” by which 
the railroads have “countered” the Panama Canal, and the 
“juggling” of rates which is the worst in the history of the 
carriers! Such an exhibition would well repay the commis- 
sioners for a month of their regular drudgery. And it would 
give an opportunity also for them to subject a member of the 
Senate Interstate Commerce Committee to an inquiry into his 
fitness for his job! If only it could be done! 

Senator Brookhart is sui generis and none but himself can 
be his parallel; after nature had produced him she broke the 
mold. But there are not a few people in this country who 
share his hatred of the rail carriers and have an unlimited 
appetite for public money to be spent upon waterways. If it 
were proposed to cut a canal from coast to coast on the Chicago 
parallel of latitude at a cost of a billion dollars (it it could be 
done for that sum), there would be plenty of people to back it 
as a government project and saddle the cost on the “higher 
income-tax brackets.” But meanwhile, there confronts us the 
concrete case of the Inland Waterways Corp., owned and oper 
ated by the Government, and the question how long it is to be 
permitted to use public money to divert business from private 
citizens. 

Here is a concern to which the Government of the United 
States has handed over property and cash amounting on Deceml- 
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ber 31, last, to a little less than $24,500,000. During 1930 it had 
the benefit of new money amounting to $3,000,000, and it re- 
ceived interest on the unexpended portion of this in the amount 
of $77,895. Including this in the income, the operations of the 
year resulted in net income of $92,740. There were debits to 
profit and loss account for “real property and equipment” 
scrapped, sold or replaced, amounting to $38,292 not included 
in that result. If these be deducted from the above net income, 
we have left $54,447 as the year’s “profit” on the operation of a 
plant representing nearly $24,500,000 investment of the public’s 
money. This is the best possible result that can be figured for 
1930. The report itself claims only $46,000 odd. And this we 
are invited to contemplate as a “successful demonstration.” 

If the Inland Waterways Corp. were in private hands this 
$54,000 odd would not go very far toward taxes and return on 
investment. If we suppose that taxes would not be more than, 
say, 4 per cent on gross revenue, and a return of 5 per cent were 
required on investment, the concern would be about $1,400,000 
in deficit. 

This is the “efficient Federal barge line’ which Senator 
Brookhart and those who agree with him want to see operating 
over the entire Middle West. Nor must it be forgotten that 
under the Denison Act the barge line is entitled to claim joint 
rates with connecting carriers and thus divert business from 
them, and the barge line management is splitting the welkin 
with shrieks of complaint because the Interstate Commerce Com- 
mission is confining these joint rates within reasonable circuity 
of route, and because the railroads are not falling over each 
other in a rush to offer what the Commission declines to order! 
All this backed up with a continuous barrage of talk about the 
“land grants” and the “Pullman sur-charge subsidy” to the rail 
carriers! 

If this were a case of a private concern it would be bad 
enough, but when it is done by the United States Government 
itis many times worse. 


FREE STORAGE 
(By Thomas F. Woodlock, in The Wall Street Journal) 


One of the most carefully drawn tariffs in use for railroad 
transportation is that which covers demurrage. The purpose 
of this tariff, which is an elaborate document, is to prevent 
shippers from using railroad rolling stock as a warehouse with- 
out paying compensation for such use. The tariff aims at 
protection of both shipper and carrier, each in his legitimate 
rights, and it is perhaps safe to say of it that it is a better 
sample of tariff construction than most of the tariffs that fill 
the Interstate Commerce Commission files. A large amount of 
litigation has taken place in connection with demurrage, and 
there are many scores of cases on the subject to be found in 
the Commission’s report. 

Certain industries operate on the basis of “trying the mar- 
ket.” A car is dispatched consigned to So-and-So at Detroit. 
The tariff gives the consignee so much free time to accept the 
consignment, which he has not ordered. He refuses the car 
and the consignor is notified and asked for instructions. Con- 
signor orders it delivered to So-and-So at Chicago—who has not 
ordered it. More free time, another refusal, another request 
for instructions by consignor and an order given to deliver at 
Milwaukee where, at last, the car is accepted. 


Between its original departure and its final unloading a 
certain number of days have elapsed at terminals over end 
above the free time allowed by the tariff. Carrier assesses the 
tariff demurrage charges for those days. Consignor disputes 
the charges alleging that carrier has failed to do all the things 
required by the tariff, and a complicated case of tariff inter- 
pretation arises which the Commission has to settle. Usually, 
owing to carrier carelessness, the net result is that the con- 
signor—or consignee—manages to get some “free storage” of 
his merchandise out of the entire operation. Great care is 
taken by the Commission to see that the carrier is not mulcted 
of its proper charges, save as a result of its own carelessness. 
lt is obvious that “free storage” would be a very effective 
method of “rebating.” 


So much being said by way of preface, attention is invited 
‘0 the following letter which, according to Mr. R. W. Dietrich, 
Chairman of the American Warehouse Association of New Or- 
leans, was written by the general agent of the Federal Barge 
Line (Inland Waterways Corp.) under date of April 25, 1931, 
(as published in the “Traffic World” of May 16, 1931). 


th We are advised by one of the large St. Louis coffee importers 
at because of an advance in prices, also to avoid the proposed tax 
y the government of Brazil, which is scheduled to take effect this 
wher, they are going to import several thousand bags of coffee 
ad ich will arrive at New Orleans some time in June. We are also 
; Vised that the usual heavy fall buying to take care of the winter 
Trade will take place much earlier. Most of this coffee will not be 
needed and in order to avoid having to store it in their own ware- 
ouses or at New Orleans arrangements could be made to handle it 


on our slower tows, delaying its arrival at St. Louis to suit their 
needs. This matter is brought to your attention in case you are not 
already aware of the situation in Brazil affecting the coffee market, 
as there are no doubt large coffee dealers in your territory who could 
use our service to advantage in taking care of large consignments. 


No attempt is here made to interpret the full meaning of 
the words “delaying its arrival at St. Louis, to suit their needs.” 
Whether it means that the barge line’s “slower tows” will in 
the ordinary routine of their handling take so long in their 
regular journey that they will not arrive at St. Louis until it is 
convenient for the consignee, or that the barges will be delayed 
to suit the consignee’s convenience, readers must settle for 
themselves. 

“Free storage” in transit by the Federal Barge Line is 
already before the Interstate Commerce Commission in the 
case of sugar. In I. C. C. Docket No. 23,826, Savannah Sugar 
Refining Co. versus Inland Waterways Corp., the Savannah 
company is complaining of undue prejudice because the barge 
line is permitting storage of sugar in transit at Memphis, 
Birmingport and Holt (on water-rail rates) at total charges 
which are far below those usually assessed for such service, 
and are less than cost of handling. 

At Memphis, for example, where the barge line took over 
the warehouse facilities formerly operated by the Memphis 
Municipal River-rail Terminal & Warehouse Co., the barge line’s 
charges now are 1% cents per 100 pounds for handling, 60 days’ 
free storage, and one-half cent per 100 pounds for the next 30 
days. The former owners charged 2% cents for handling and 
2 cents per 100 pounds per month. Thus the old charges were 
6% cents per 100 pounds for 60 days against the barge line’s 
charge of 1% cents, and 8% cents for 90 days against 1% 
cents by the barge line. 

The complainant’s brief (p.53) says of the testimony by 
Mr. Hough (the barge line’s witness): “He says that the 
charge covers the labor only. That there is no purpose on his 
part to charge a penny for storage; that his charge does not 
even cover all of the labor costs. He says that he has the 
warehouse anyway; that the storage of sugar therein costs him 
nothing, and his charge covers only a part of the labor costs.” 

This is some of the competition which citizens of the 
United States have to meet at the hands of their Government. 


IMPROVEMENT OF WATERWAYS 


Secretary of War Hurley has approved an allotment from 
river and harbor funds of' $90,000 for dredging the Washington 
Canal and South River, New Jersey. 

An allotment of $300,000 for dredging the Delaware River 
between Philadelphia and Trenton has been approved by Col- 
onel Frederick H. Payne as acting Secretary of War. The pro- 
ject calls for a 20-foot channel from the Delair bridge of the 
Pennsylvania railroad to Trenton, and for a 28-foot channel 
from Allegheny avenue, Philadelphia, to the Delair bridge. The 
money now allotted is to be expended to complete the 20-foot 
channel. 


ILLINOIS BARGE SERVICE 


Secretary of War Hurley announced June 2 that the Inland 
Waterways Corporation would inaugurate service on the Illinois 
River as far as Peoria on June 11. The first fleet was to leave 
St. Louis on that date, and is scheduled to arrive at Peoria at 
noon, June 15. 

“Already barges laden either for Peoria, or for interchange 
with railroads through Peoria, are on the way up the Mississippi 
from New Orleans, and a public celebration is being planned 
by the city fathers,” said the War Department. The Secretary 
of War will make the principal speech of the day, and he will 
be followed by Major General T. Q. Ashburh, chairman of the 
board of the Inland Waterways Corporation. 

“The opening of operations on this river marks an impor- 
tant step toward the culmination of the long dreamed of Lakes 
to the Gulf waterway, extending from Chicago to New Orleans, 
and has been made possible through the coordinated efforts 
of the federal government and the citizens of Peoria, who have 
invested nearly a half million dollars in a modern interchange 
terminal between water, rail and motor facilities, the first to be 
constructed on the Illinois River.” 


CRUSHED ROCK LOADING DOCK 


Over objection by the Inland Waterways Corporation, As- 
sistant Secretary of War Frederick H. Payne has approved an 
application by the D. L. Bell Holding Company for permission 
to construct a rock-filled timber crib dock 240 feet long and 16 
feet wide at the low-water shore line on the right bank of the 
Mississippi River, 1.5 miles downstream from Mendota, Minn. 
The purpose of the dock is for loading crushed rock into barges. 

The government barge line contended that the mooring of 
barges at the proposed dock would constitute a hindrance to 
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navigation and that the dock should be constructed about 3,000 
feet upstream. Since the proposed location for the dock was ad- 
jacent to the quarry from which the rock would be obtained, 
said the War Department, to require its location as proposed 
by the Inland Waterways Corporation would defeat the purpose 
for which it was to be constructed. Continuing, the department 


said: 


The existing project of this section of the Mississippi River pro- 
vides for a channel of not less than 250 feet in width, and if any 
interference with navigation should result from this structure, which 
is not likely, it is practicable to provide this channel without excessive 
dredging by improvement along the opposite bank, with the additional 
gg on ga such dredging will tend to improve the alignment at 
this point. 

It is thought that the proposed dock will meet the requirements 
of the applicant without causing any unreasonable interference with 
navigation and will provide facilities which should increase the ton- 
nage moved on this waterway. 


TRANSPORTATION REVIEW 


A review of the transportation situation is contained in the 
June issue of the Department of Commerce’s “Survey of Cur- 
rent Business,” as follows: 


Freight movements during April, as reflected by the number of 
freight car loadings, maintained the level set during March with a 
slight increase. Average April car loadings for the past five years 
were 19.6 per cent under March, so that the current upward trend 
is contrary to the usual trend for this season of the year. April 
car loadings, however, were 17.5 per cent under April, 1930, and 
25.2 per cent under April, 1929. 

The movement of merchandise in less-than-carload lots during 
April increased slightly over March, but was still some 10.4 per cent 
under April last year. The average monthly merchandise movement 
by the railroads during the first four months of the year was 11.3 per 
cents under the average for the same period in 1930 and 14.9 per 
cent under 1929. Freight movements of grain and grain products, 
coal and coke, and forest products during April were under March 
of last year. 

The freight car surplus has gradually decreased during the past 
two months, but the average number of idle cars is still some 40.8 
per cent greater than at this time last year and 173 per cent greater 
than in 1929. The peak in the number of surplus cars in the present 
recession, however, was recorded in December, 1930. 

In spite of the material reduction in freight carrying, the steam 
railroads appear to have held their dividend payments to the level 
of last year. The dividend payments during April were 4.7 per cent 
under those of April last year, but were 11.4 per cent over the divi- 
dends paid in April, 1929. The average dividend payments during the 
first four months of 1931 were $46,025,000 as against only $39,150,000 
during the same period in 1929. 

The aggregate value of new security issues put out by railroads 
fell from $200,018,000 in March to $6,000,000 in April, the lowest total 
since October, 1930. The average total of new railroad issues, how- 
ever, for the first four months of the current year was 54.4 per cent 
over that reported for the same period in 1929, but 32.3 per cent 
under the first four months of 1930. The price of 25 principal rail- 
road stocks decreased during — to the lowest level of the present 
recession, while the price of 10 highest grade bonds was about on 
the same level as for the past three months. 


LARGE WHEAT MOVEMENT FORECAST 


With estimates pointing to the largest winter wheat crop 
ever produced, L. M. Betts, manager of the closed car section 
of the car service division of the American Railway Association, 
has sent to railroads a circular outlining the situation and set- 
ting forth suggestions for meeting it from a transportation 
standpoint. The circular follows: 


Latest government forecast of winter wheat production indicates 
a total crop of 368,071,000 bushels, for the six states of Texas, Okla- 
homa, Kansas, Nebraska, Colorado and Missouri. This is an increase 
of 41,044,000 bushels, or 12.5 per cent, over last year. Should this 
production be even approximately realized, it will be the largest 
crop this area ever produced. 

While there probably has been some deterioration since this esti- 
mate was issued, there is no question about a huge crop being 
harvested in Texas, Oklahoma and Kansas, beginning about the mid- 
dle of June. 

By reason of conditions in the grain industry, considerably 
higher prices prevail for old crop wheat than for the futures that repre- 
sent the new crop. This has resulted in an unusually heavy move- 
ment of old wheat to all markets during the past ninety days. Re- 
ports indicate private mill and country elevator storage reduced to 
lowest levels of recent times. On the other hand, public and leased 

rivate storage, both at the principal primary markets and at most 
nterior points, is filled to an unprecedented degree. There is con- 
siderable space available at some seaboard and eastern and south- 
eastern interior storage points. 

A large proportion of the wheat now in storage is admitted to 
be owned by the Government Stabilization Corporation. The suc- 
cessful movement of the new crop to market is necessarily dependent 
upon having sufficient storage space at the terminals to absorb the 
daily arrivals. The car service division has been in close touch with 
the officials of the government grain corporation, and has received 
their unqualified assurance that their grain will be moved out of the 
way of the new crop and storage now occupied will be released to 
the extent necessary to prevent blockade of any market. 

There is no certainty as to what export movement will occur. 
Conditions affecting the new crop may result in greater export sales. 
There is expected to be a considerable movement of new crop wheat 
to Gulf ports in anticipation of such a situation. 

Summarizing the situation: 

1. Southwestern railroads will be called upon to supply cars for 
what is almost certain to be the largest winter wheat crop on 
record in their territory. 
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2. Present congested grain storage at the principal markets Will 
necessitate a considerable outbound flow of grain prior to and coin. 
cident with the influx of new wheat. 

3. Flow of new wheat to ports for export may or may not be 
met with commensurate export demand, lacking which an accumy. 
lation of grain in cars may easily occur. 

4. Absorption of new wheat by local mills in any volume may 
be delayed for some time after beginning of harvest if conditions 
justify buyers in expecting lower prices after the new wheat begins 
to crowd the markets in mid-season volume. 

This absorption of new wheat by millers throughout the country 
whether the movement be early or late, will result in a very consiq. 
able scattering of the car supply of originating railroads and a cop. 
— delay in the return of such equipment to country loading 
points. 

These conditions inevitably point to a demand on the grain box 
car supply of western railroads of greater volume even than usua] 
at this busy season. While the present large surplus of box cars 
would indicate that almost any demand can be met, it should be 
remembered that this load of winter wheat movement will chiefly fq) 
on a very few roads, gow ure 5 In the southwest: A. T. & S. FE. 
cCRI& P.; F. W. & D. C.; St. L. S. F.; M. K. T. In the centraj 
west: Union Pacific, Missouri Pacific, C. B. & Q.; C. & N. W. 
(Later wheat loading extending to roads further north.) 

It is specifically suggested: 

(a) Every railroad directly concerned prepare to have an ade- 
quate supply of system cars in readiness for this grain loading; load 
foreign cars whenever possible to avoid systems going off line: and 
expand repair work on box cars as far and as fast as practicable. 

(b) Every railroad handling eastbound grain traffic from Kan- 
sas City, Omaha, St. Louis, Chicago and other points in the same 
territory, be prepared with suitable equipment to protect current out- 
bound loading of grain and prevent the use of cars belonging to 
southwestern grain carrying roads. 

(c) All railroads connecting with western grain roads be pre- 
pared to protect, as fully as possible, orders for box cars fit for 
grain loading to be delivered to western roads, if necessary, to aug- 
ment their supply. 

(d) All railroads everywhere expedite the return of western own- 
ership box cars, particularly those belonging to roads named herein. 


NEW MISSOURI PACIFIC TRAIN 


Inauguration, on June 7, of a new through passenger train 
between Memphis and Kansas City and Colorado points, to be 
operated through the White River Valley of the Missouri-Arkan- 
sas Ozarks, by Missouri Pacific Lines, has been announced by 
P. J. Neff, assistant vice-president-traffic. The train will be 
known as “The Southern Scenic,” as it will be a connection of 
the Missouri Pacific “Scenic Limited,” which now operates be- 
tween St. Louis and San Francisco through the Colorado Rock- 
ies, via Pueblo and the Royal Gorge, Salt Lake City, and the 
Feather River Canyon in California. An additional reason for 
selecting the name, Mr. Neff explained, is because of the scenic 
beauty of the White River route. 


NEW DOCK AND WAREHOUSE 








Crooks Terminal Warehouses have taken a lease on a large 
dock and warehouse at 103d street and the Calumet River, 
South Chicago, served by the Belt Railway Company, which 
directly connects the new property with the company’s large, 
modern warehouse in the clearing industrial district, Chicago. 
The “tieup” of the two warehouses makes it possible for the 
company to give warehousing facilities in conjunction with 
water movements of almost any sized cargo, according to the 
announcement. 

The dock and warehouse of the South Chicago plant 38 
1,300 feet long and will accommodate three lake steamers a 
one time. Immediately adjacent to the dock is a private switch 
track having a capacity of 50 cars. The dock is equipped with 
the latest and heaviest type of power cranes, and the locatiol, 
in the opinion of the management, is ideal for handling east 
and west bound water traffic. 

Acquisition of the dock and warehouse gives the company 
four warehousing plants in the Chicago area, in addition t? 
three large houses at Kansas City, Mo. 
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Questions and Answers 


N this column will be answered questions of both legal and practical 
nature that confront persons dealing with traffic. A specialist on inter- 
state commerce law, who is a member of our legal department, will give 
his opinion in answer to any simple question relating to the law of interstate 
transportation of freight. A traffic man of long experience and wide knowl- 

e will answer questions agen Ly practical traffic problems. We do not 
desire to take the place of the traffic man but to help him in his work. 

The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of a herein contemplated. If a 
more comprehensive answer to a question is desired than is thought roper for 
this column, the department will answer it by letter for a reasonable charge. 


Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washingten, D. C. 
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Shipper’s Load and Count 

lowa.—Question: Please publish your opinion as to liability 
in the following case: A cold storage warehouse company 
loaded into a refrigerator car 384 boxes of poultry belonging to 
one of its patrons. During the loading the boxes were checked 
and rechecked by clerks of the warehouse company. The car 
was then sealed with the seals of the warehouse company. A 
‘Shipper’s load and count” bill of lading was then issued by 
the railroad company for the 384 boxes of poultry. 

On arrival of the car at destination it was set on the un- 
loading track of the consignee. The consignee found the origi- 
nal seals intact. On unloading the car checked and rechecked 
one box of poultry short, for which a claim was presented to 
the railroad company. The railroad company declined the claim 
in toto, because the car was loaded and counted by the ship- 
per, because the seals were intact on arrival at destination, and 
because it was unloaded and counted by the consignee, or, as 
the railroad said, the claim was declined because “the shortage 
claimed can only be accounted for by an error in loading or 
wloading count.” 

In this case the affidavits of the clerks of the warehouse 
company to the effect that 384 boxes of poultry were certainly 
loaded into the car, were of no avail, because the railroad com- 
pany gave no faith and credit to affidavits. 

It is common knowledge that car seals can be, and are, 
tampered with every day in the year. It is also common knowl- 
edge that disinterested persons do not foreswear themselves. 
This latter element is particularly true in this case because 
the affidavit makers were not the employes of the owner of the 
poultry. 

Railroad companies are bitterly opposing the development 
of motor vehicle transportation with one hand, and encouraging 
it with such devices as “shipper’s load and count” bills of lading 
and uncompromising claim policies with the other. The un- 
compromising attitude of the railroad company in this case is 
predicated upon the belief, on the part of the railroad, that car 
seals are infallible and affidavits are fallible. Similar situations 
do not arise in motor vehicle transportation. 

Answer: Section 21 of the bills of lading act authorizes 
carriers to place on a bill of lading covering a shipment loaded 
by the shipper a “shipper’s load and count” notation. The 
effect of a shipper’s load and count notation in a bill of lading 
is that the carrier does not guarantee, and has not counted, the 
number of bundles or packages loaded in a car and it is in- 
cumbent on the shipper to prove the amount delivered to the 
catrier. Dwinnell vs. D. S. S. & A. Ry. Co., 218 N. W. 649. 

In a suit for loss to a shipment moving on a bill of lading 
containing a shipper’s load and count notation, the position 
of the carrier, if it can show a clear seal record, is probably 
better than that of a shipper, provided the car was sealed 
promptly after loading and there is no dispute as to the seal 
being perfect at the time the car was delivered, even assuming, 
48 We must, that it is impossible to pilfer a car without breaking 
the seal. Therefore, a carrier is perhaps really justified in 
declining a claim made on a shipper’s load and count record 
ifthe car seal record is, in fact, perfect. 


However, as the purpose of the shipper’s load and count 
lotation is to save the carrier the expense of having a rpre- 
‘eitative present at the time a car is loaded or unloaded and 
therefore if there is, in a given case, a possibility, or, rather, 
4 Probability of the car having been pilfered prior to sealing, 
the shipper should be given the benefit of the doubt if he shows 
ty proper evidence that the amount claimed was in fact loaded. 

It is no doubt true that the shipper’s load and count provi- 
sion of section 20 of the act is, as intended, a legal protection 
‘0 carriers by rail as well as a basis for the declination of claims 
‘Ot loss or damage where the shipper’s load and count notation 
$ placed on a bill of lading. 
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As to movements via trucking carriers, while there are no 
statutory provisions similar to the provisions of sectlion 20 of 
the act applicable to interstate traffic, although possibly in so 
far as intrastate traffic is concerned there are statutory provi- 
sions in some states, there is nothing to guarantee the settle- 
ment of a claim by a trucking carrier. A difference in attitude 
plus the lack of a statuory defense, or, rather, a rule of evidence 
of the natture of the shipper’s load and count provisions of sec- 
tion 20 of the act, may, however, make quite a difference in the 
relations between shippers and trucking carriers as compared 
with the relations between shippers and common carriers by 
rail, which matter might well receive the consideration of the 
officials of rail carriers having charge of claim settlements for 
loss or injury to goods. 


Limitation of Actions—Computation of Three Year Period for 
Filing Claim 

West Virginia—Question: We have read your answer to 
“Tllinois,” on page 1220 of your issue of May 16. 

If a shipment were delivered on March 26, 1928, and a claim 
filed on March 26, 1931, would this be within the three year 
period or should the claim have been filed on March 25? 

Answer: In Waite Carpet Company vs. C. & N. W. Ry. Co., 
146 I. C. C. 775, the Commission held with respect to a claim 
for overcharge as to a shipment delivered June 7, 1922, at which 
time the statutory period for filing complaints covering over- 
charges was two years, that the two year period expired June 
6, 1924. Under the principle of this decision, unless the claim 
covering the shipment delivered on March 26, 1928, were filed 
on or before March 25, 1931, consideration of the claim would 
be barred by the three year period of limitation provided for in 
paragraph 3 of section 16 of the act. See, also, with respect 
to this question, the decisions in Washington Nursery Co. vs. 
So. Pac. Co., 148 I. C. C. 608, and San Angleo Cotton Oil Co. 
vs. A. E. R. R. Co., 144 I. C. C. 10 


Rates—Reasonableness of—Primary Determination by Commis- 
sion Required 


Illinois —Question: We would like to have your advice on 
the following matter of importance to us. 

A carrier brought suit against us for collection of an al- 
leged undercharge which we had refused to pay, believing that 
the request for payment was not warranted. 

By arrangement with the carrier the suit, after being filed, 
was suspended while we took the matter up with the Interstate 
Commerce Commission. 

The cause of action was misrouting of a shipment. The 
bill of lading for the shipment showed both rate and route, but 
the rate did not apply via the route specified, nor via any route 
which inncluded the initial carrier. 

In our complaint to. the Commission we attacked the rea- 
sonableness of the initial carrier’s rate, owing to the fact that 
it was fifty per cent in excess of the rates via all other routes 
from point of shipment to destination. 

Although this case, Docket 23526, went to hearing and the 
examiner recommended dismissal of the complaint, the Com- 
mission dismissed the complaint, not on the basis of the recom- 
mendation of the examiner, but for the reason it found the 
complaint had not been filed in due time. 

Thus the case was thrown out by the Commission without 
that body having passed upon its merits. 

What do you think now of the prospect of a successful de- 
fense of the suit which is still in suspense? It has seemed to 
us that the Commission, having failed to pass upon its merits, 
the court would have to do it and that we might have a chance 
of a successful outcome. That assumes, however, that the court 
would pass upon the reasonableness of the rate. It occurs to 
us, however, that possibly the court could only pass upon the 
legality of the through rate, and as the balance due bills pre- 
sented by the carrier were on the basis of the only rate legally 
in effect via the route used it would seem that we would really 
not have much chance. 

This, however, is the point on which We desire your advice. 

Answer: Whenever a rate, rule or practice is attacked as 
unreasonable or as unjustly discriminatory, there must be 
primary resort to the Interstate Commerce Commission. Great 
Northern Ry. Co. vs. Merchants’ Elevator Co., 259 U. S. 285, 
42 S. Ct. Rep. 477. 

A shipper seeking reparation predicated on the unreason- 
ableness of the establihsed rate must primarily invoke redress 
through the Interstate Commerce Commission, which alone is 
vested with power to originally entertain proceedings for the 
elimination of an established rate schedule. T. & P. Ry. Co. 
vs. Abilene Cotton Oil Co., 204 U. S. 426, 21 S. Ct. Rep. 350; 
T. & P. Ry. Co. vs. Cisco Oil Mill, 204 U. S. 449, 21 S. Ct. Rep. 
358. 


The rule which requires the primary determination of dis- 
criminative questions by the Interstate Commerce Commission 
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applies not only to those cases where the question involved is 
whether a particular practice is discriminatory, but likewise, to 
any practice of the carrier which gives rise to the application 
of a rate. No. Pac. Ry. Co. vs. Solum, 247 U. S. 477, 38 S. Ct. 
Rep. 553. 


Demurrage—Cars Intended for Switch Delivery Held by Road- 
Haul Carrier for Surrender of Order Bill of Lading 


Minnesota.—Question: Will you please answer for us the 
following question? 

A carload of freight subject to the demurrage rules of B. T. 
Jones’, Agent, Freight Tariff No. 4-K, I. C. C. No. 3212, arrived 
at station X over carrier B. The consignee, being located on 
carrier C, delivery was made by switch movement performed 
by carrier C, road-haul charges being paid to carrier B. The 
car arrived April 13, via carrier B, on order bill of lading; 
carrier B notified the consignee April 14 of arrival of the car; 
bill of lading is surrendered to carrier B April 15; car is placed 
for unloading before 7 a. m. April 16 and the car is released 
April 17. 

Should there be any demurrage on this car? 

Would the fact that the consignee is located on and oper- 
ating under the average agreement rule with carrier C have 
any bearing on the question of demurrage? 

It is contended, on one side, that there is one day demur- 
rage on the car, due to the fact that the consignee is operating 
under an average agreement with carrier C, and the other side 
contends that the exception in section E of rule 9 eliminates 
this car from the average agreement, making the other rules 
of the tariff applicable to this particular car. 

Answer: Section B-1 of rule 3 of the Uniform Demurrage 
rules provides that on cars requiring surrender of bill of lading, 
whether such cars have been placed in position for unloading 
or not, time will be computed from the first 7 a. m. after the 
day on which notice of arrival is sent or given to the consignee 
or partty entitled to receive same. With respect to the ship- 
ment in question, notice of arrival having been sent to con- 
signee on April 14, free time began to run at 7 a. m. of the 
15th and, as the car was not, as we understand, released until 
after 7 a. m. of the 17th, the car was held one day beyond the 
48 hour period of free time, for which day’s detention demurrage 
charges must be paid. 

As we interpret the provisions of section E of rule 9, and 
section B-2 of rule 2, the car in question may be included in 
the average agreement of the switching line, but not in that 
of the road haul carrier. In our opinion, the exception in sec- 
tion E of rule 9 does not preclude the inclusion of a car in 
the average agreement of the switching line which is held by 
the road haul carrier for surrender of the bill of lading, the 
exception relating to the average agreement of the line haul 
carrier in so far as the provisions of section B-2 of rule 2 are 
concerned. 


Tariff Interpretation—Application of Rule 24 of Classification 
in Connection with Transcontinental Tariffs 


Ohio.—Question: Transcontinental Tariff No. 4-F, Agent 
Toll’s I. C. C. No. 1249, names a rate of $2.03, carload minimum 
weight 30,000 pounds, and a rate of $1.70, carload minimum 
weight 40,000 pounds, on machinery, N. O. I. B. N., covered by 
items 134 and 3960, from group “C” territory to Pacific coast 
points. 

On page 73, in item 790, under general rules, the following 
is noted: “The rules published in current Western Classifica- 
tion also govern the application of rates named in this tariff 
except as otherwise provided below, or in individual rate items 
of this tariff.” 

Machinery, N. O. I. B. N., in current Western Classification, 
is subject to rule 34, carload minimum weight 24,000 pounds, 
but, in our opinion, Tariff 4-F takes machinery, N. O. I. B. N. 
out of the classification and, by establishing minimum weights 
of 30,000 and 40,000 pounds, makes this commodity subject to 
rule 24 of the current Western Classification, under item 790, on 
page 73. We will give you a specific case in point. 

We loaded 52,000 pounds of machinery, N. O. I. B. N., in one 
car, loading 12,000 pounds in the second car, billing under rule 
24. We believe that as the first car was loaded to its full 
visible capacity, the 12,000 pounds in the second car should 
have been charged for at the same rate, namely, $1.70. The 
freight offices, however, refused to accept this billing, making 
separate carloads for each portion of the shipment and billing 
the second car at 30,000 pounds, minimum weight at $2.03 per 
hundred pounds. 

Answer: Unless rule 34 governs, in which event rule 24 
does not apply, rule 24 not being applicable where an item is 
subject to rule 34, rule 24 is applicable in connection with items 
134 and 3960 of Agent Toll’s I. C. C. 1249. 

With respect to the application of rule 34 of the classifica- 
tion in connection with commodity rates, see our answer to 
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“Massachusetts,” on page 708 of the September 21, 1929, Traffic 
World, under the caption, “Tariff Interpretation—Application of 
Rule 34 of Classification to Commodity Rate,” in which answer 
reference is made to the decision of the Commission in Pajne 
Lumber Co. vs. Tenn. Central Ry. Co., 136 I. C. C. 559. 

It will be observed that the provisions of the tariff, which 
were the subject of the Commission’s decision in the above 
referred to case, were much more specific, in so far as the ap. 
plication of rule 34 of the classification is concerned, than the 
provisions of item 790 of Agent Toll’s I. C. C. No. 1249. 

Furthermore, the fact that certain items, such as item 5505 
makes cross reference to rule 34 would indicate that, in the 
absence of cross reference, rule 34 does not apply, notwithstand. 
ing the provisions of item 790, which reads as follows: 

The rules published in the current Western Classification also 


govern the application of rates named in this tariff, except as other. 
wise provided below or in individual rate items of this tariff, 


The rule which was the subject of the decision of the Paine 
Lumber Co. case provides that “The commodity rates on articles 
specified in this tariff are subject to the descriptions (including 
packing minimum), minimum weights (including graduated mini. 
mums for cars of 36% feet in length), estimated weights, and 
all other rules of the classification and exceptions, if any, 
thereto, governing the class rates from and to the same points, 
unless it is provided in connection with the individual items 
that such classification descriptions, minimum weights, esti- 
mated weights and/or rules will not govern.” 


Tariff Interpretation—Conflicting Rates 


Minnesota.—Question: We recently forwarded a number of 
overcharge claims to the G. B. & W. Ry. Co., covering over. 
charges made in rates applying on shipments of petroleum prod- 
ucts from Winona, Minn., to Shawano, Wis., which is located 
on the Soo Line Ry. Co., and which were routed via the G. B. & 
W.-Soo Line. 

Payment of these overcharge claims has been declined by 
the G. B. & W. Ry. Co., stating that the rates as originally billed 
were correct. 

By referring to Soo Line freight tariff No. 1-A, page 75, 
index No. 1615, Chicago, Ill., rates are to be applied from 
Winona, Minn., located on the G. B. & W. Ry., to Shawano, 
Wis., index No. 3850, located on the Soo Line Ry., and the 
third class rate applying on lubricating oil named in this tariff 
is $0.445 per cwt. All our overcharge claims were based on 
the rate given in this tariff. The G. B. & W. Ry. Co. has now 
declined our claims, stating that they check a third class rate 
of $0.505 in G. B. & W. GFD No. 6715-C, I. C. C. No. 1276, and 
add that the rate published by the G. B. & W. Ry. Co. is the 
oldest rate legally applicable per interstate Commerce Commis- 
sion decisions Nos. 667, 547, 25 and 95. 

We do not have copies of the decisions referred to above 
in our files and therefore would appreciate it very much if 
you could check these decisions to determine whether the G. B. 
& W. Ry. Co. is correct in declining our claims on this basis. 

Answer: The decision of the Commission in Walb Construc- 
tion Co. vs. C. & N. W. Ry. Co., 142 I. C. C. 623, is applicable to 
the instant case if, as you state, there are conflicting rates pub- 
lished in both the tariffs of the G. B. & W. Ry. Co. and the M. 
St. P. & S. S. M. Ry. Co. 

In the above referred to case the Commission held that 
where two rates for the same service are published in different 
tariffs and neither is canceled, the prior as to time of establish- 
ment is applicable rate, citing Tomkins-Summers Co. vs. C. M. 
& St. P. Ry. Co., 120 I. C. C. Gt. 

Reconsignment of Less-than-Carload Shipments 


Montana.—Question: A customer in San Francisco shipped 
to our plant A an L. C. L. shipment consisting of 200 bales, total 
weight 10,000 pounds. A through rate of $1.78 cwt. applies as 
per Gomph’s tariff No. 2-H, I. C. C. No. 978. The shipment 
should have been billed to plant B. Before arrival at A, we Té 
quested delivering railroad to divert the shipment to plant B, 
via A and junction C. The carrier’s general agent agreed to 
make the diversion. The shipment was accordingly left in the 
original car after arrival at A and forwarded to B. The rate 
of $1.78 cwt. applies to junction C as well as to A. We claim 
the correct basis for collection of charges is $1.78 cwt. from 
San Francisco to junction C, plus local rate C to B. ; 

The carriers are apparently desirous of allowing this basis 
to stand, but point out they have no tariff authority authorizing 
diversions of L. C. L- shipments, except item 15 of G. N. Ry. 
tariff No. 1240-G, I. C. C. No. A-6618. This item is the standard 
rule found in most tariffs. Other carriers have frequently Te 
consigned small L. C. L. shipments for us, under similar cir- 
cumstances, and through rates were protected. The carriers 
made no charge for these reconsignments, because they were 
not put to any extra expense. 

Has the Commission ever ruled that carriers cannot recol 








-— at we ah ae ae i le ce 


— 





—_— 


rPereoeowmooe Fo ™ 


om FP & .* OD 


T 


June 13, 1931 


sign L. C. L. shipments, even when no concessions are made to 
consignees, unless covered by specific tariff authority? In your 
opinion, could the carriers legally protect the through rate of 
$1.78 from San Francisco to junction C? 

Answer: Under the interstate commerce act, the carriers 
may be required to comply with shipper’s instructions relative 
to diversion or reconsignment only under proper tariff provi- 
sions. See Strobel Company vs. I. C. R. R. Co., 38 I. C. C. 707, 
708; also the Commission’s opinion in Kern & Sons vs. C. M. 
& St. P. Ry. Co., 40 I. C. C. 552, 554, in which case the Com- 
mission said that carriers subject to the act may not lawfully 
extend reconsignment without tariff authority. See, in this 
connection, Consolidated Rendering Co. vs. B. & M. R. R. Co., 
711. C. C. 101. 

It seems apparent that, in the absence of a tariff provision 
authorizing the reconsignment of a shipment such as that in 
question, the carriers should assess the local rate from origin 
to diversion point, plus the local rate from diversion point to 
point of final destination. 


Tariff Interpretation—Cow Ponies Accompanying Cattle 


Texas.—Question: Will you please let me have your opinion 
on the following question: 

S. W. L. Circular 1-L, Agent Johanson’s I. C. C. 2199, item 
55, exception 2, provides that cattle rate and minimum weight 
apply on cow ponies accompanying cattle in straight or mixed 
carloads. A shipper loads 653 head of live stock in 17 cars, and 
74 head of cow ponies, mare and stallions (for pasture) in 
three cars. Can the 74 head of horses be classed as cow ponies 
and is shipper entitled to the stock cattle rate on the three 
cars of horses? 

Answer: The circular to which you refer does not define 
acow pony, nor does it prescribe the minimum number which 
may accompany a shipment of cattle, but merely states that 
the cattle rate and minimum weight apply on cow ponies ac- 
companying cattle, in straight or mixed carloads. Therefore 
it appears to be a question of fact as to what constitutes a 
cow pony, and, in the absence of limitation as to the number 
which may accompany a shipment, it would appear that unless 
the number exceeds the number which in ordinary usage are 
needed for the purpose of tending the cattle, the basis provided 
for in item 55 is applicable. 


Routing and Misrouting Initial Carrier Not Obligated to Use 
Intervening Carrier Where Its Line in Connection with 
Carriers Specified by Shipper Forms Complete Route by 
Reason Absorption Intermediate Switching Line Charges 
Michigan.—Question: In your answer to “Michigan,” under 

the above caption, carried on page 1157 of the May 9, 1931, issue 
of The Traffic World, you refer to the decision of the Commis- 
sion in National Supply Company vs. C. B. & Q. R. R. Co., 66 
IC. C. 604, wherein it was held that where the lines specified 
in the routing instructions of the shipper, through the medium 
of an intermediate carrier whose charges are absorbed by the 
initial carrier, form a complete route from point of origin to 
destination, the routing instructions for all practical purposes 
are complete, and therefore a shipment which is forwarded via 
such a route has not been misrouted, etc. 

In the case cited and referred to above, it is stated that 
shipments were routed by shipper “S. E. and Q.” We would 
therefore, understand that these routing instructions were 
placed on the “Route” line of the bill of lading. In the case 
here in question, the X. Y. Z. R. R. appears on the line of the bill 
of lading provided for “Delivering Carrier,” there being no in- 
structions whatever placed on the “Route” line of the bill of 
lading. It is our understanding that this has the effect of 
leaving the routing open between point of origin and destination, 
and that the origin carrier is required to forward the shipment 
via a route that will protect the lowest published through rate. 
We would like an opinion on this specific point and, if possible, 
reference to decisions of the Interstate Commerce Commission. 
_ Answer: Where the routing instructions in the bill of lad- 
Ing provide for delivery by a specified carrier, it is the duty 
of the initial carrier to forward the shipment via the cheapest 
toute formed by the initial carrier and the lines specified in 
the bill of lading, whether the cheapest rate applies via a route 
Which merely gives the delivering carrier a switch movement 
a route which gives the delivering line a line haul movement. 
see Trexler Lumber Co. vs. Sou. Ry. Co., 42 I. C. C. 719; Nor- 
‘toss Marble Co. vs. B. & O. R. R. Co., 126 I. C. C. 741 (742), 
and Standard Lumber Co. vs. C. C. C. & St. L., 146 I. C. C. 681. 

Inasmuch as there would, under the decision in National 
Supply Co. vs. C. B. & Q. R. R. Co., 66 I. C. C. 604, be no obli- 
sation to use a third and intervening line (other than the switch- 
ing line whose charges are absorbed) in case the cheapest rate 
applies via a route giving X. Y. Z. R. R. a line haul, we see 
10 reason why the principle of this case should not apply, 
Where the cheapest route composed of lines shown in the bill 
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of lading applies via a route giving X. Y. Z. R. R. a switch move- 
ment. See, also, Hogan Bros. vs. C. B. & Q. R. R. Co., 113 
I. C. C. 223, in which the Commission holds that it is not neces- 
sary to name a switching line whose charges are absorbed, in 
routing instructions. In this case the Commission said: 


Complainant’s claim for the applicability of the Westwego Ele- 
vators rate at Atlanta is based upon the fact that the Illinois Cen- 
tral, the only carrier named in route 2, does not reach Westwego 
Elevators with its own rails. Complainant therefore contends that 
the routing instructions in the tariff are incomplete and permit any 
routing not specifically prohibited over lines parties to the tariff, 
provided the Illinois Central first be given a haul beyond East St. 
Louis. But it is provided that the switching charges of the delivering 
line shall be absorbed by the Illinois Central, and under such circum- 
stances it was not necessary to name the switching line in the routing 
a ao Gee National Supply Co. vs. C. B. & Q. R. R. Co., 66 


Nevertheless, the Commission has held that where terminal 
delivery only is shown in the bill of lading, it is the duty of 
the carriers to forward a shipment to the destination named 
by the cheapest reasonable route affording the desired delivery. 
See Trexler Lumber Co. vs. Southern Ry. Co., 42 I. C. C. 719; 
Windsor Broom Co. vs. C. R. R. of N. J., 129 I. C. C. 700; Ameri- 
can Sand & Gravel Co. vs. C. & N. W. Ry. Co, 148 I C. C. 343. 

In our opinion, however, the decisions in the cases cited 
in the preceding paragraph are inconsistent with the decision 
in the Stebbins case, 42 I. C. C. 150, which holds that where 
the carriers named in a bill of lading form a complete route 
from point of origin to destination there is no obligation on 
the part of the carrier to forward the shipment over a third 
and intervening line, where a lower rate applies via a route 
composed of the lines specified in the bill of lading and the 
intervening line. 

Freight Charges—Liability of Consignor for Storage Charges 
Where Consignee Pays Freight but Does Not Take Posses- 
sion of Goods 
New York.—Question: We would like very much to have 

the benefit of any information you may have on a parallel case 

as follows: 

A manufacturer, whom we will term “A,” located at Cin- 
cinnati, O., secures an order from his customer “B” in western 
New York to ship a small quantity of merchandise to “C” (a 
customer of “B’), also in western New York. Although ‘C” 
reimbursed “B” for the material in question, he failed to take 
delivery of the shipment and the carrier now requests “A” to 
pay storage charges aggregating several times the value of the 
original purchase by reason of the fact that neither “B” nor 
“C” could be held responsible for the charges. 


At this writing we do not know whether section 7 of the 
bill of lading was executed. However, it is just possible that 
this section would not materially change the responsibility of 
the shipper if “B” or “C” failed to take possession of the ship- 
ment. 

Answer: With respect to this question, see our answer to 
“Texas,” on page 1332 of the May 30, 1931, Traffic World, under 
the caption “Freight Charges—Liability of Consignor Where 
Consignee Pays Freight but Does Not Take Possession of 
Goods.” 

As to the liability of the consignor in the event the stipula- 
tion referred to in section 7 of the Bill of Lading Contract 
Terms and Conditions was executed, it is our opinion that the 
execution of the stipulation would have no bearing upon the 
liability of the consignor, in that the exoneration of the con- 
signor from liability is dependent upon whether the payment of 
the freight charges by the consignee was such an act of domin- 
ion over the goods as to release the consignor from liability on 
the ground that there had, in effect, been an acceptance of the 
goods by the consignee, even though actual delivery had not 
been made to the consignee. See, in this connection, our answer 
to “New York,” on page 1342 of the June 1, 1929, Traffic World, 
under the caption ‘Freight Charges—Liability of Shipper Sign- 
ing Stipulation Requiring Collection of at Time of Delivery 
Where Consignee Refuses or Fails to Claim Goods.” 


Tariff Interpretation—Application of Intermediate Rule in Con- 
nection with Proportional Rates 


Michigan.—Question: Will you kindly give us your inter- 
pretation of the following, giving reference to rule covering or 
finding of the Commission: 

X railroad publishes a rate from A to B with the following 
provisions: “Applies only on shipments forwarded from B by 
X railroad. C is a junction point with Y railroad intermediate 
to B.” Cannot this rate, shown from A to B, be used, inter- 
mediate application, to C, when moving beyond via Y railroad? 

We are under the impression that we have noticed a reply 
in one of your Questions and Answers in previous issue of 
Traffic World, stating that the intermediate application of such 
a rate must be protected, irrespective of whether or not the 
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rate in question has provision in regard to haul beyond basing 
oint. 

. Answer: The rate from A to B is, as we understand, a 
proportional rate applicable on shipments destined beyond B. 
If so, it is our opinion that under the principle of the decisions 
of the Commission in Ohio Refining Company vs. L. & N. R. R. 
Co., 81 I. C. C. 688, and Kansas City Board of Trade vs. A. T. 
& S. F. Ry. Co., 69 I. C. C. 185, the rate from A to B is not 
applicable on traffic moving from A to C, an intermediate point. 
In the former case the Commission said: 


Complainant contends that charging a proportional rate lower 
than the local rate to defendant’s terminal, or charging a proportional 
rate to Cincinnati lower than the local rate to Latonia, are departures 
from the fourth section of the interstate commerce act. This con- 
tention is untenable. 
Rn. BR. Co, Zt. ©. €. Gia: 
Texarkana, Ark., 29 I. C. C. 


In this latter case the Commission said that proportional 
rates are inseparabily connected with and form parts of the rates 
applicable to through transportation and that a proportional 
rate means a part of, or the remainder of, a through rate, or 
it means nothing at all. 


(Southern Illinois Millers’ Assn. vs. L. & N. 
ao on grain and grain products to 


Leases and Grants by Carriers to Shippers 


Kansas.—Question: We would be glad to have you cite us 
to any decision of the Interstate Commerce Commission which 
has to do with the amount of rental that should be paid the car- 
rier for a lease of their right-of-way for grain elevators or other 
purposes. 

Do you think the Commission has the authority under the 
act to regulate commerce to prescribe what a reasonable rate 
should be; if so, on what basis is a reasonable rate deteremined? 

In your opinion, would a charge for rental of railroad prop- 
erty for industry that is higher than other industries are paying 
in the same general territory be considered violation of sections 
1, 2 and 8 of the interstate commerce act? 

As a matter of informatfon in this connection, it is the 
writer’s understanding that some of the carriers in setting a 
reasonable rental charge for the lease of railway property 
arrive at such rental on the following basis: A valuation of 
$2.40 per lineal foot is made for the track serving the lease plus 
the valuation of the land as set by the Interstate Commerce 
Commission, adding these two together, 6 per cent is taken as 
the annual rental charge. 

It is the writer’s contention that the carriers have no right 
to figure in the valuation of the track at $2.40 in arriving at 
the rental for the lease, for the reason that the track is con- 
sidered a transportation facility and is rightly chargeable to 
the transportation account of the carrier. Section 1, paragraph 
(3) of the interstate commerce act reads, in part, as follows: 


The term “transportation” as used in this act shall include lo- 
comotives, cars and other vehicles, vessels and all instrumentalities 
and facilities of shipment or carriage irrespective of ownership or 
any contract, expressed or implied, for the use thereof and all services 
in connection with the receipt, delivery, elevation and transfer in 
transit, ventilation, refrigeration or icing, storage, and handling of 
property transported. 


We fully believe that the actual value of the land on which 
said site is located is assessable only as rental. The sidetrack 
we have in mind is, of course, owned and miantained by the 
carrier. 

Answer: In Leases and Grants by Carrier to Shippers, 73 
I. C. C. 671, the Commission, on page 682, said: 


The interstate commerce act contains ne provision authorizing 
us to prescribe or a the terms or conditions under which car- 
riers may lease their lands to shippers. The authority which we have 
over such leases is wholly indirect, and comes into being only where 
the lease results in some violation of the interstate commerce act 
or other statute which we administer. Such violations occur when 
the terms and conditions of the lease are so favorable to the lessee 
that it is clear the real consideration for the lease must in part be 
found elsewhere, namely, in the freight which he ships over the 
lines of the lessor carrier. Stated differently, when a carrier permits 
a shipper to use valuable lands to which the carrier has title, without 
charge or without reasonably adequate charge, the practical effect 
is to reduce that shipper’s transportation charges, so that there 
results what amounts to a refunding or remission of some portion of 
the published rates. Under such circumstances there may be a vio- 
lation of section 2 of the interstate commerce act, which prohibits 
the receiving of a greater or less compensation for any service 
rendered than is received for a like and contemporaneous service in 
the transportation of a like kind of traffic under substantially similar 
circumstances and conditions; of section 3, which prohibits undue 
preference of or undue prejudice to persons or localities or particular 
descriptions of traffic; of paragraph 7 of section 6, which requires 
the publication and filing of tariffs and prohibits the receiving of 
a greater or less compensation for any service rendered than is speci- 
fied in such tariffs; or of the Elkins Act, as amended, which pro- 
hibits both carriers and shippers from giving or receiving rebates, 
concessions, or discriminations. Penalties are provided for the viola- 
tion of section 2 and a 7 of section 6 of the interstate com- 
merce act which are enforceable in criminal proceedings, and also for 
the violation of the Elkins Act. 


It seems apparent from the above statement that the Com- 
mission is of the opinion that it has no jurisdiction to fix the 
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maximum amount which a carrier may charge a shipper ag 
rental for the use of property of the carrier, but that it does 
have jurisdiction to order the removal of discrimination which 
might result from charging different rentals to different shipper; 
under substantially similar circumstances and conditions, 


Freight Charges—Liability of Consignor Where Only a Portion 
of Charges Collected from Consignee 


Georgia.—Question: We would appreciate any information 
you can give us relative to the liability of the consignee where 
shipments are purchased from consignor f. 0. b. destination, 
The situation is this: We bought from another shipper a car. 
load of merchandise, with the understanding that the shipment 
was to be delivered freight prepaid at a specified destination. 
The shipper prepaid the freight charges to the destination. 
However, several months after arrival of this shipment, the 
carriers found that the shipment had been billed on an incorrect 
rate and they, of course, set up an undercharge on this shipment, 
this undercharge being presented to the consignee for payment. 

It is our contention that under section 7 of the contract 
terms and conditions contained in the bill of lading, the cop. 
signee would not be liable for the freight charges on this ship. 
ment, since it was purchased landed a specified destination, ang 
due to the fact that the consignor failed to sign the bill of 
lading clause stipulating that the carrier was not to make de. 
livery of shipment without payment of freight and all other 
lawful charges. 

If you know of cases similar to the above where the Com. 
mission has ruled, we would like for you to quote their decision, 
as well as your own opinion as to the liability of the consignee 
in this case. 

Answer: The Interstate Commerce Commission has no 
jurisdiction over the matter of the liability of parties for freight 
charges either in whole or in part. See the statement of Sv. 
preme Court of the United States in its decision in L. & N. R.R. 
Co. vs. Central Iron & Coal Co., 265 U. S. 59, 44 S. Ct. Rep. 
441, with respect to Conference Ruling No. 314 of the Interstate 
Commerce Commission. 

The determination of the party liable for freight charges is 
a matter lying within the jurisdiction of the courts at law. 
There has been no decision of the Supreme Court which is di- 
rectly in point, that is, one which decides definitely that a bill 
of lading which names one party as the consignee and another 
party as the consignor and in which the no recourse provision 
has not been executed, does or does not release the consignor 
from liability for all or any part of the charges, if the goods 
are delivered to the consignee without collection of the full 
amount of the freight charges. There are, however, decisions 
of the state courts and the federal courts, other than the Suw- 
preme Court of the United States, which hold the consignor 
liable in any event. See Western Maryland Ry. Co. vs. Cross, 
123 S. E. 572; Mellon vs. Stockton & Lampkin, 30 S. W. (2d) 
547; United States vs. United States Steel Products Co., 22 
Fed. (2d) 547; Maryland Casualty Co. vs. Ohio River Gravel 
Co., 20 Fed. (2d) 514). 

Tariff Interpretation—Application of Rule 15 of Classification 


Illinois —Question: Will you please refer to your answer 
to “North Carolina,” shown on page 1342 of the June 1, 1929, 
Traffic World, entitled “Carload Versus Less-Carload Shipments.” 

We are in a similar controversy with carriers on a ship- 
ment of one piece of machinery weighing 10,800 pounds, min! 
mum carload weight 20,000 pounds, subject to rule 34. The 
initial line has no freight house facilities for loading such heavy 
equipment and trap cars are loaded. For this shipment an 
order was placed for a car with 10 ft. wide doors, as it could 
not be loaded through the side door of a standard 36 ft. box 
car with 6 ft. wide side doors. The initial carrier has no 36 
ft. cars with 10 ft. wide doors, although there are several thou: 
sand in service owned by other carriers. A 40 ft. car with 10 ft. 
wide doors was placed for this trap car loading, although 4 
36 ft. car with 10 ft. wide side doors would have accommodated 
the shipment, and the shipment was tendered as an L. C. L. 
and freight charges were assessed on the actual weight at the 
L. C. L. rate, which exceed those based on a minimum of 
20,000 pounds at the carload rate. 

You say, “If you had made it clear, etc., section 2, rule 
15, would be applicable.” It was apparently clear that we 
were offering a less-carload shipment, for the carriers assessed 
the L. C. L. rates. With that fact established, would you say 
the maximum charge should be 20,000 pounds at the carload 
rate, or would charges based on the actual weight at the L. C. L. 
rate alternate with charges based on 22,400 pounds, the mini- 
mum applicable to a 40 ft. car, at the carload rate? Assuming 
that this shipment would have been delivered at the freigh 
house, the maximum charge would be 20,000 pounds at the cal- 
load rate alternating with the actual weight at the L. C. L. = 

Answer: Assuming that there is no question but that the 
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shipment you describe was tendered to the carrier as an L. C. L. 
shipment, the only question for determination is, as we see it, 
whether in the application of the provisions of section 1 of rule 
15 of the classification, which provides that the charge for a 
less-than-carload shipment must not exceed the charge for a 
minimum carload of the same freight at the carload rate, 
charges are to be based on the minimum weight of the 22,400 
pounds, the minimum applicable to a 40 ft. car, or 20,000 pounds, 
the minimum applicable to a 36 ft. car, the size of car ordered. 

Rule 34 of the classification does not hold out to the shipper 
the right to order a car having a door of special size. That is, 
rule 34 does not apply to the size of doors of cars as well as to 
length of cars any more than as to the height of cars as well 
as length, with respect to which see Ohio Body & Blower Co. 
va. &. ©... & ¥. By. Co... 104 I. C..C. 19. 

Inasmuch as the shipper could not, under rule 34, order a 
36 ft. car with a 10 ft. door, he could not have, had he tendered 
the shipment as a carload, obtained a lower rate than that ap- 
plicable for a 40 ft. car. 

Therefore, in applying the provisions of rule 15, section 1 
thereof, it is our opinion that the minimum weight for a 40 ft. 
car must be used in determining whether charges will be paid 
on the basis of the less-than-carload or the carload rate. 

As to the application of rule 34 in connection with section 
1 of rule 15, see our answer to “Pennsylvania,” on page 1168 
of the May 31, 1930, Traffic World, under the caption, ‘Tariff 
Interpretation—Application of Rule 15 of the Classification.” 


PERFECT TRANSPORTATION 


Editor The Traffic World: 

There is no real reason why any business cannot have per- 
fect transportation. If the rail carriers were to have full co- 
operation in prevention measures from all shippers, there would 
not be thirty-six millions of dollars wasted in actual payments 
every year for the last five, the actual waste to the nation being 
many millions more than the amount paid to claimants. 

It has always seemed to me that, if all carriers were to 
include with each claim payment a practical suggestion for the 
prevention of a recurring claim on the same commodity, with 
a copy to both the shipper and receiver involved in each claim, 
as it is finally paid, at least a constructive beginning-could be 
made in real prevention covering the entire range of all forms 
of claims, damage, loss, misrouting, overcharge, delay, pilferage, 
insurance, or concealed. 


Is there any good reason Why this could not be done from 
now on by all carriers, rail, water, or truck? After years of 
study of this subject of prevention, I cannot see any reason 
from any angle of cost, competition, settlement, or any other 
point of view that can be advanced in the face of decreasing 
claim total payments each year, if all carriers were to univer- 
sally try this solution of the problem. 

While the percentage of patrons adopting the prevention 
suggestions sent them with claim checks might be small at 
first, like any constructive sound movement existing, shrewd 
business men would soon see the value of all shipments arriv- 
ing at destination perfect, free from any kind of claim and 
finally insist on their shippers and traffic departments following 
out the carrier’s suggestions. Of course, the carrier would 
have to be diplomatic and wise in advancing the prevention 
thoughts. 

Leslie Bryan says in his book on Traffic Management (page 
13) that there have been three more or less distinct periods 
in the history of the profession. First, the day of rebates 
and special privileges. Then, after the act of 1887 and 
following amendments, traffic men were not thought of in the 
business world as anything more than shipping clerks. Now, 
in the third period of education, enlightened advancement, and 
vital importance to any business of the traffic department, we 
should see business men using this department of their business 
to the greatest advantage. 


This present situation is highly emphasized in the U. S. 
Department of Commerce booklet, Domestic Series 39, as a 
period of recognition of the vital importance of special handling 
of all distribution from the mailing of a purchase order to the 
receipt at destination or resale into the hands of the final user 
of an article, under the care and control of a specialist in 
transportation usually known as a traffic manager. 


These men are still subject to the old-fashioned orders of 
executives who belong to the second period of Mr. Bryan’s the- 
ory and are still inferior—or so considered—to the wisdom and 
importance of purchasing agents and sales managers. Chapter 
ten of the government’s booklet shows how all departments of 
any business must yield control of distribution to the traffic 
department and still fully and completely cooperate, if we are 
to ever have perfect transportation with no claims necessary. 

The traffic manager in control of routing all purchase orders 
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holds balance of power. His instructions for protection, plus 
the wise choice of his carriers, provides three-fourths of the 
causes for perfect results at destination. ' 

The surface only has been scratched in prevention. No 
employe of any concern can begin to accomplish anything prac. 
tical until the proprietor himself understands the significanee 
and importance of increased profits that will come to the bugj. 
ness insisting on perfect transportation rather than, as nov. 
accumulated losses recovered from a cost point of view only 
from a carrier. Where is the profit in a claim? ; 

By natural means only—that is, by education of shippers 
and employes—I had for two hours only on February 24 193), 
zero claims open against any carrier, rail, water, or truck for 
payment. Such a condition may never occur again, but it cer. 
tainly was a satisfaction to have achieved a personal ambition. 
In these days of highest competition between the different forms 
of transportation there is one place they could all meet jn 
friendly union for education, and that is on the subject of pre. 
vention of any kind of a claim for failure. 

When the day arrives that a business man will think jt a 
disgrace to have a high claim account with carriers in his traffic 
department, instead of something to brag about, then we will 
see the beginning of perfect transportation. 

Carlisle Bruce Pirie, 
Traffic Manager, Harper and Reyolds Corporation. 
Los Angeles, Calif., May 30, 1931. 


WHAT PRICE TRANSPORTATION 


Editor The Traffic World: 

Press reports state that the presidents of the eastern rail- 
roads have decided to apply to the Commission for an increase 
in freight rates as a measure necessary to maintain the credit 
of the railroads in the manner contemplated in the transporta- 
tion act of 1920. 

The rail heads have expressed various opinions regarding 
this proposal, as have the representatives of the security hold- 
ers. It appears that the shipper, who will pay the bill, would 
not be out of order in expressing his reaction to the proposal. 

Therefore, as a shipper with five plants in this country, and 
a substantial patron of all classes of transportation, we would 
like to submit our reaction to this proposal. 


We have an open mind on the question of increases in the 
rail rates, but we have very firm convictions on whether an 
increase should come in the class rates or in the commodity 
rates. 

If the proposed increases are not to expose industrial con- 
ditions to another severe shock and retard recovery, they should 
take place in the class rates and not in the commodity rates. 
The transportation conditions with our company are unusual, 
in that we ship extensively on both the class rates and the 
commodity rates, the dollar value of our goods shipped on the 
class rates far outweighing the dollar value of our goods 
shipped on commodity rates. Therefore, we cannot be accused 
of proposing that the other fellow stand the increase, but hav- 
ing this unusual opportutnity to observe the effect of freight 
rates on basic raw materials and also on finished produets 
moving on class rates, we are firmly convinced that an increase 
in the class rates will to no degree approximate the injury that 
an increase in the commodity rates would be to _ industry, 
especially under present conditions. 


A 10 per cent increase in the freight rate on fine chemicals 
shipped on class rates will not seriously affect the fine chem- 
ical markets. An increase of 10 per cent in freight on a box 
of shoes or dry goods would mean an average increase 10 the 
cost of $100 worth of shoes or dry goods of about ten cents. 
On the other hand, a 10 per cent increase in the freight 02 
a tank car of acid, or a car of fertilizer, sulphur, nitrate, salt, 07 
other basic material would, in many cases, restrict, or evel 
stop, the movement and result in injury to industry and to the 
railroads themselves. The freight rate on many of these basi¢ 
commodities is already approximately the value of the com 
modity and in some cases exceeds the value of the product. 

It is the present high level of rail rates on basic raw M& 
terials that has done so much to localize manufacture, result: 
ing in the loss of much long haul tonnage to the railroads. 


In these days of falling prices, when industry is striviZé 
to return to normal conditions and the full employment of met. 
would it not be a mistake for the railroads to propose 4? 
increase in commodity and carload rates? It would drive still 
more industry to the seaboard, to the lakes and to the Gulf, 
where users and manufacturers of basic commodities can thrive 
on water transportation. 

S. W. Allender, Ass’t to the President, 
Monsanto Chemical Works. 
St. Louis, Mo., May 28, 1931. 
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N. Y. SHIPPERS’ CONFERENCE 


The Trafic World New York Bureau 


Action by the Shippers’ Conference of Greater New York 
on the proposed rail rate increase is to be withheld until definite 
propositions have been made by the carriers, it was announced 
this week at the meeting of the organization by Milton P. Bau- 
man, second vice-president. Though this was the last regular 
session until the fall, W. H. Chandler, chairman of the con- 
ference, said that, if it were necessary to take action on the 
proposed increase, a special meeting might be called. 

Mr. Chandler, reporting on store-door delivery, said he 
expected a meeting of the shippers and rail representatives 
would be held shortly. 

Fred L. Pomeroy, reporting on the adoption of stopping-in- 
transit privileges for the railroads in Trunk Line territory for 
partial unloading or completion of loading, said the railroads 
planned to make a $10 charge for this privilege. Inasmuch as 
the charge for this service in Central Freight Association ter- 
ritory is only $6.30 and the $10 charge, it was held, would make 
it uneconomical for small loads, Mr. Pomeroy was instructed to 
appear at a public hearing to be held June 16 to ask that the 
$6.30 charge be adopted in Trunk Line territory. 

It was announced that the conference would send ques- 
tionnaires to the members to determine the effect of the pro- 
posed increase in parcel post rates on their respective busi- 
nesses. 

It was reported that the conference had filed a 136-page 
brief with the court in the split delivery case. 

In regard to the L. C. L. steel container case, a report stated 
that “carriers were canceling out their interstate mileage con- 
tainer rates between Cleveland and Trunk Line and New Eng- 
land territory and between interstate points in the latter two 
territories in compliance with the Commission’s orders.” 

The report on eastern class rates, submitted by Mr. Bauman, 
said the subject was now before the Commission and that there 
might be a reopening of the matter with respect to water-rail 
rates. A letter written by C. N. Collyer, of the Trunk Line Asso- 
ciation, to Commissioner Eastman on the subject was read, as 
well as a letter by Mr. Chandler in which shippers’ objection to 
trunk line domination of rail and ocean rates was reiterated. 
Such domination, Mr. Chandler said, would mean the end of 
coastal steamship operation. 


COMMISSION PRACTITIONERS 


The following have been admitted to practice before the 
Commission: H. Edgar Barnes, Philadelphia, Pa.; Norman C. 
Bauer, Jackson, Mich.; H. Lee Boatright, Jr., Washington, D. C.; 
J. Gordon Bohannan, Petersburg, Va.; Vernon H. Bollinger, York, 
Pa.; Theodore Brent, New Orleans, La.; Guy Burnett, Bloom- 
ington, Ind.; Norman Luther Callens, Fort Worth, Tex.; Charles 
G. Chamberlain, Boston, Mass.; C. V. Clair, New York, N. Y.; 
Charles T. Coleman, Little Rock, Ark.; Rowland P. Ellis, Owens- 
boro, Ky.; George Washington Farr, Baton Rouge, La.; Glen 
H. Gardner, Omaha, Neb.; Walter A. Geraghty, Baltimore, 
Md.; G. Gale Gilbert, Jr., Chicago, Ill; Abe Max Goldstein, 
Washington, D. C.; Anthony J. Gutweiler, St. Louis, Mo.; Joseph 
Philip Haynes, San Francisco, Calif.; Oscar J. Horn, Cleveland, 
O.; John Orgin Jackson, Jacksonville, Fla.; Wilburn Sullivan 
Jones, Birmingham, Ala.; Walter B. Kearns, Brooklyn, N. Y.; 
John M. Kelley, Baraboo, Wis.; A. J. Kimmell, Chicago, IIL; 
James A. Knowlton, Chicago, Ill.; Frederick C. Lorch, South 
Manchester, Conn.; James Emmett McManamon, Indianapolis, 
Ind.; Matthias Mahorner, Jr., Washington, D. C.; Mack W. 
Martin, Little Rock, Ark.; J. Harold Merrick, New York, N. Y.; 
Abbot P. Mills, Washington, D. C.; Clifford W. Mills, Denver, 
Colo.; Maurice A. Phillips, New York, N. Y.; George O. Pratt, 
Kansas City, Mo.; John D. Rather, Jr., Tuscumbia, Ala.; Ben- 
jamin L. Rawlins, Jr., Chicago, Ill.; Fred S. Reigel, Lawrence- 
burg, Ind.; Harvey Eugene Solsman, Hamilton, O.; Rodger M. 
Spahr, Denver, Colo.; John T. Spires, New York, N. Y.; Emmens 
E. Stevner, Washington, D. C.; Edward Franklin Stock, Peoria, 
Ill.; Smith Wall, Nashville, Tenn.; William H. White, Jr., Wash- 
ington, D. C.; William Isaac Wood, Knoxville, Tenn.; and 
Evelyn H. Young, Baltimore, Md. 


VOLUME OF TRAFFIC 


Freight traffic handled by the Class I railroads in April 
amounted to 28,709,632,000 net ton miles, according to reports 
received from the railroads by the Bureau of Railway Eco- 
nomics. ‘ 

Compared with April, 1930, this was a reduction of 6,190,- 
723,000 net ton miles or 17.7 per cent and a reduction of 
9,636,007,000 net ton miles or 25.1 per cent under April, 1929. 

In the Eastern district, the volume of freight traffic handled 
in April was a reduction of 17.4 per cent compared with the 
same month in 1930, while the Southern district reported a 
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decrease of 18.2 per cent. 
reduction of 18.1 per cent. 

The volume of freight traffic handled by the Class | Tail. 
roads in the first four months of 1931 amounted to 116,049. 
854,000 net ton miles, a reduction of 25,204,436,000 net ton mile, 
or 17.8 per cent under the corresponding period in 1930, ang , 
reduction of 39,873,150,000 net ton miles or 25.6 per cent under 
the same period in 1929. 

Railroads in the Eastern district for the four months’ periog 
in 1931 reported a reduction of 17.5 per cent in the volume of 
freight traffic handled compared with the same period in 193) 
while the Southern district reported a decrease of 19.3 per cen; 
The Western district reported a decrease of 17.7 per cent, _ 


The western district reporteg , 





pest of New Complaints 





_/NO./ 24415. Rates on gravel and crushed stone within the state of 


Investigation to determine lawfulness of rates on gravel and 
crushed stone between points in Illinois. 

No. 24441, Sub. No. 1. South Dakota Independent Oil Jobbers’ Assn. 
et _al., Madison, S. D., vs. A. T. & S. F. et al. 

Rates and charges in violation sections 1 and 3, petroleum prod. 
ucts, all points of origin in Kan., Mo., Okla. and Tex., and Mid- 
continent field to points in S. D., as compared with rates to 
immediately adjacent and more distant points and from Wyo 
Ask reparation. 

No. oy Sub. No. 1. Auto Stove Works, New Athens, IIl., vs. I. ¢. 
et a 


Rates in violation sections 1, 3 and 4, stoves and ‘ag CL 
and L. C. L., New Athens, IIl., to points in Mo., Ark., .» Okla, 
and Tex., as compared with rates from St. Louis and Hannibal, 
Mo., East St. Louis and Quincy, Ill. Asks rates. 

No. San Ss el (Boston, Mass.) Board of Trade, Inc., vs, N. 


Complainants engaged in business at and near Neponset station 
allege violation of section 3 because that region is excluded from 
ae switching limits. Asks inclusion in Boston switching dis- 
rict. 


No. oy Bone Dry Fertilizer Co., Inc., Richmond, Va., vs. A. C. L. 


et al. 

Rates in violation sections 1, 2, 3 and 13 of act, agricultural 
burned lime, Berkeley (Martinsburg), W. Va., to points in Virginia. 
Intrastate commerce in | preferred. Asks reparation. 

No. 24457. Minneapolis Bridge Co., Minneapolis, Minn., vs. G. N. 

Rates and charges in violation sections 1 and 4, soft coal screen- 
ings, Superior, s., to Anoka, Minn. Asks reparation, and cease 
and desist order. 


No. 24458. Schlesser Bros., Portland, Ore., vs. G. N. et al. 
Rates in violation sections 1 and 3, range horses and mules for 
slaughter, between points in Montana and Kenton, Ore. Asks rates 
no higher than on ordinary cattle and reparation. 


No. 24458, Sub. No. 1. Same vs. N. P. et al. 
Same complaint and prayer with respect to range horses and 
mules for slaughter. 
No. 24459. Harrison Engineering & Construction Corporation of Dela- 
ware, Kansas City, Mo., vs. C. & N. W. et al. 
Rates and charges in violations sections 1 and 6, iron and steel 
rails, cross ties and fastenings of industrial railway track, Baker, 
Ill., to River Sioux, Ia. Asks cease and desist order and reparation. 


No. — D. E. Ryan Co. (address not given), vs. N. Y. C. & St. L. 
et al. 
Unreasonable rates, potatoes, Pease, Minn., to Nashville, Tenn. 
Asks reparation. 
No. ave. emple-McCoy Grain Co., Texarkana, Ark., vs. T. & F.§ 
et al. 

Rates in violation first three sections, oats, Des Moines, Ta., to 
Bradley, Canfield, Waldo, Lewisville and Garland City, Ark., as 
compared with the specific rate from Des Moines to the same 
destinations via Wabash, St. Louis, Mo., St. L.-S. W. Asks 
reparation. 
24462. M. J. Dark & Sons et al., Grand Rapids, Mich., vs. | ©. 


al. 

Rates in violation first four sections, bananas or mixed carload 
bananas and cocoanuts, New Orleans and Mobile to Grand Rapids, 
Mich., as compared with rates to points in adjacent destination 
territory. Asks rates and reparation. 

No. 24463. Hahn Furniture Co., Pittsburgh, Pa., vs. M. C. et al. 

Rates in violation sections 1 and 6, furniture, Vanderbilt, Mich. 
to East Liberty, Pa. Asks reparation. 

No. 24464. J. W. Hilliard Co., Pipestone, Minn., vs. G. N. et al. . 

Asks order requiring defendants to construct a proper switch 
connection between their respective lines of railroad at their in- 
tersection in Pipestone, Minn., and maintain and operate the 
same for interchange of traffic between the lines. | 

No. 24465. Prescott Co., Menominee, Mich., vs. A. T. & S. F. et . 

Rates in violation first three sections, pipe line pumps 4n 
pumping machinery, Menominee, Mich., to points in southwester™ 
states, as compared with rates from Chicago, Ill., Milwaukee, bes 
Olean and Seneca Falls, N. Y., Pittsburgh and Erie, Pa., Holyoke, 
Mass., and other points. Asks rates and reparation. j al 

No. 24466. South Chester Tube Co., Chester, Pa., vs. Reading et # 

Rates in violation sections 1 and 4, wrought iron and steel pipes: 
Chester to points in Ky. and W. Va. Asks reparation. 

No. 24467. Osborn Oil Co. et al., Hastin Neb., vs. C. B. & Q. et . 

Rates and chargés in violation sections 1 and 6, refined petroleum 
products, points in Okla., Kans. and Mo., to points in Neb. AS 
rates and reparation. a 

No. | ey _— Plymouth Electric Co., New Haven, Conn., vs. N. *: 

. et al. 

Unreasonable charges, radio cabinets equipped with loud apeat: 
ers, North Tonawada, N. Y., to New Haven, Conn., because nl 
mum weight exceeded 12,000 pounds, subject to rule 34. Asks ce@* 
and desist order and reparation. - 


et 


Ju 
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Over 60,000 cars 
of perishables were 
handled at a single 
Frie icing station last 


an 


Dumping a cart load of crushed ice 
into the bunker of a refrigerator car 
at the Marion icing station. 


ERIE RAILROAD SYSTEM 


ROUTE OF THE ERIE LIMITED 
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No. 24469. + ee Leather Company Trust, Boston, Mass., vs. 
A. CG. i. Ot Oi. 
Rates and charges in violation sections 1 and 4, green salted 
cattle hides, points in Carolinas and Georgia to Sault Ste. Marie, 
Mich., and Portville, N. Y. Asks cease and desist order and rep- 


aration. 
No. 24470. I. T. & C. A. Welch, West Edmeston, N. Y., vs. M. St. 
Pp. & 8. 8. M. et al. 


Unreasonable rates, catthk, Waupaca, Wis., to West Edmeston, 
N. Y. Asks rates on basis of Milwaukee combination and repara- 
tion. 

No. 24471. Vulcan Detinning Co., Sewaren, N. J., vs. A. & Y. et al. 

Rates and charges in violation sections 1, 3 and 4, granite pav- 
ing biocks, Mount Airy, N. C., to Neville Island, Pa. Avers Pitts- 
ourgh, Pa., and contiguous territory preferred. Asks reparation. 

No, 24472. C. S. Tay, Inc., Chicago, Ill., vs. M. C. et al. 

Unreasonable weight of 16,000 pounds on radio cabinets equipped 
with loud speakers, Saginaw, Mich., to Chicago, Ill. Asks cease 
and desist order and reparation. 

No. 24473. D. B. Hill, Little Rock, Ark., vs. B. & L. E. et al. 

Rates in violation sections 1 and 6, power shovel and parts, 
Erie, Pa., to Marshall, Ark. Asks reparation. 

No. 24474. The Ironton Fire Brick Co., Ironton, O., vs. C. & O. et al. 
Jnreasonable rates, clay, Bradmyer and Enterprise, Ky., to 
Ironton, O. Asks rates. 
No. ee — Construction Co., Los Angeles, Calif., vs. C. R. I. 
. et al. 

Unreasonable rates and charges, mixed carload shipments of 

sluice gate frames and wire rope, Canton, O., to Valley Springs, 


Calif. Asks rates and reparation. 
No. ra = Refuge Cotton Oil Co., New Orleans, La., vs. A. T. 
- et al. 


Rate in violation sections 1 and 6, cottonseed, Panola, Ala., to 
Columbus, Miss. Asks rate and reparation. 


No. 24477. The Petroleum Iron Works Co. of Ohio, Sharon, Pa., vs. 
N. Y. C. et al. 

Unreasonable rates, —_ having a carbon content greater than 
15/100 of one per cent, Indiana Harbor, Ind., to Sharon, Pa. Asks 
rates and reparation. 

No. 24478. Nicholson Corporation (Kusa Spelter Co.), Kusa, Okla., vs. 
St. L.-S. F. et al. 

Unreasonable rates, crude or mine run clay, St. Louis and Chil- 
ton, Mo., to Kusa, Okla. Asks rates and reparation. 

No. oar oo Bagging Co. et al., Henderson, N. C., vs. N. & 

- et al. 

Unreasonable rates, used bagging, cotton bale covering, straight 
carloads and in mixed carloads with old iron and steel cotton 
bailing ties; new —_ —_s and cotton bale covering in straight 
carloads and in mixed carloads with new iron or steel cotton baling 
ties, points in Va., Tenn., Ga. and the Carolinas to points in N. 
Cc. and Ga., and from points in N. C. and Ga. to points in S. C. 
and Ga. Ask cease and desist order and reparation. 

No. 24480. Gwin, White & Prince, Inc., Seattle, Wash., vs. S. P. et al. 

Unreasonable rates and charges, pears, Medford, Ore., to Auc- 
tion House at Chicago, Ill. Asks reparation. 
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No. —- Danville (Va.) Chamber of Commerce et al. vs. ¢, & 0 
et al. ’ 
Unreasonable rates, coal, mines on C. & O., N. & W., and Vi 
ginian to Danville, Va. Ask rates and reparation. oo 
No. 24483. Meridian (Miss.) Traffic Bureau vs. I. C. et al. 
Unreasonable charges, cotton, concentrated and compressed a; 
compress points in Mississippi, due to ‘‘back-haul’’ charges on 
cotton which does not in fact traverse a route entailing an actya) 
indirect, reverse or out-of-line haul in connection with movement 
to and from compress point. Asks cease and desist order and 
rules, regulations and charges. 
No. 24484. Peerless Oil & Refining Co., Chanute, Kan., vs. M. V. et al 
Unreasonable rates and charges, casing-head gasoline, Lep 
Okla., to Chanute, Kan. Asks reparation. ; 
No. 24485. Northrup, King & Co. et al., Minneapolis, Minn., vs. C, y 
St. P. & P. et al. i tox 
Unreasonable rates, sweet clover seed, between stations in y 
D., S. D., and Minn., and from stations in Minn., to stations jp 
Wis., S. D., N. D., northern peninsula of Mich., IIl., Ia., Neb 
Kan., and Mo. Ask rates and reparation. i 
No. 24486. Galesburg Horse & Mule Co., Inc., et al., Galesburg, 1) 
ve. A. ©. & X. et al. ; 
Rates in violation sections 1 and 4, horses and/or mules, between 
Galesburg, Ill., and points in C. F. A., T. L., and N. E. terri. 
tories. Ask rates and reparation. 


No. 24487. Western Supply Co. et al., Tulsa, Okla., vs. A. T. & SF | 


et al. 
Unreasonable rates or charges, wrought iron pipe and Casing, 


Blackwell and other Oklahoma points to Lela and other Texas | 


points. Ask rates and reparation. 
No. 24487. Sub. No. 1. Same vs. St. L.-S. F. et al. 
Same complaint and prayer with respect to same commodities, 
Bristow, Okla., to Deal, Tex. 
No. 24487. Sub. No. 2. Same vs. Osage et al. 


Same complaint and prayer with respect to same commodities, © 


Lep, Okla., to Pampa, Tex. 
No. 24487. Sub. No. 3. Same vs. A. T. & S. F. et al. 
Same complaint and prayer with respect to same commodities, 
Newkirk and other Oklahoma points to Pampa, Tex. 
No. 24487. Sub. No. 4. Same vs. A. T. & S. F. et al. 
Same complaint and prayer with respect to same commodities, 
Sperry, Okla., to Pampa, Tex. 
No. 24487. Sub. No. 5. Same vs. A. T. & S. F. et al. 
Same complaint and prayer with respect to same commodities, 
Inman, Kan., to Pampa, Tex. 
No. 24487. Sub. No. 6. Same vs. A. T. & S. F. et al. 
Same complaint and prayer with respect to same commodities, 
Konawa, Okla., to Pampa, Tex. 
No. 24487. Sub. No. 7. Same vs. A. T. & S. F. et al. 
Same complaint and prayer with respect to same commodities, 
Bristow, Okla., to Pampa, Tex. 
No. 24487. Sub. No. 8. Same vs. A. T. & S. F. et al. 
Same complaint and prayer with respect to same commodities, 
Mounds, and other Oklahoma points, to Pampa, Tex. 
No. 24487. Sub. No. 9. Same vs. A. T. & S. F. et al. Same complaint 
and prayer with respect to same commodities, Winfield and other 
Kansas points to Pampa, Tex. 
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ROUTE YOUR TRAVELERS 
NORTH SHORE 


L 
In preparing itineraries for your executives and commercial travelers you're sure to please them by routing via ed 
C.N. S. & M.R. R. 
Through tickets may be purchased to any point on the North Shore a 
Line—baggage checked through—at any Railroad Station in the United docl 
States or Canada. Numerous Chicago stations (on'the Elevated Lines) squs 
are handy to all other rail and steamship terminals. prisi 


® tich 


ofit 
The 275 daily trains on the North Shore Line offer an unexcelled frequency of service between Chicago and Milwaukee and 
intermediate points. to n 
othe 
WORTH thre 
TH HORE Vil 
Sple 


Serving the industrial cities of CHICAGO, North Chicago, Waukegan, Zion, Kenosha, Racine, MILWAUKEE, 
and the residential communities of Wilmette, Kenilworth, Indian Hill, Winnetka, Hubbard Woods, Glencoe, 
Ravinia, Highland Park, Highwood, Fort Sheridan, Lake Forest, Lake Bluff, Great Lakes, Libertyville, Mundelein. 


CHICAGO NORTH SHORE AND MILWAUKEE RAILROAD 
The Road Of ScHC.O——————__—_—— 








june 13, 1931 


Manufacturers are 


In Wilmington, there are a few choice 

plant sites available, immediately adjacent 

to the modern, efficient Marine Terminal 
—a terminal capable of handling any kind of freight, 
docking five ships simultaneously and providing 200,000 
square feet of covered and open storage space at sur- 
prisingly low rates. 
Despite the fact that Wilmington is in the heart of a 
th market, tax and power costs are very low. Because 
ofits geographic location, freight rates from Wilmington 
t0 most points are lower than freight rates from most 
other Eastern ports. Adequate railroad service brings 
thtee trunk lines to the doors of the plants located at 
Wilmington Marine Terminal. 


Splendid roads lead through Wilmington, favoring 


x -.-« * 
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Finding a Profit 
in Wilmington Plant Sites 


motor truck haulage. Only 25 miles from Philadelphia, 
125 miles from New York and 75 miles from Baltimore, 
Wilmington plant sites possess the advantages of near- 
ness to these points of large consumption. 


Wilmington is also within easy reach of coal and raw 
materials. Labor is of a better type in Wilmington 
than in any other nearby city. Building costs are 25% 
lower now than in 1929. All banking and commercial 
facilities are located right on the spot. 


We believe the present opportunity to locate in 
Wilmington is an exceptional one. 


For further details, please address CHARLES H. GANT, Mgr. 


WILMINGTON MARINE TERMINAL 
WILMINGTON, DELAWARE 


WILMINGION * * * 


on the Delaware 


‘the Port of 


Service 
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Personal Notes 


C. E. Nethken has been reappointed a member of the Public 
Service Commission of West Virginia. 

The division freight agency of the Missouri-Kansas-Texas 
at Tulsa has been abolished and W. L. Meyers has been ap- 
pointed general petroleum representative, with headquarters at 
Tulsa. 

Because of ill health, C. A. Stang, assistant general freight 
agent, Illinois Central, at New Orleans, has been retired on 
pension after more than twenty-six years of service. O. C. 
Stein has been appointed to succeed him. 

Cc. A. Howe has been appointed general agent, Chicago 
Great Western, with headquarters at Cincinnati, succeeding G. 
R. Gregg, promoted. 

J. O. Adams has been appointed commercial agent, Atlantic 
Coast Line, at Sanford, Fla. 

The following appointments -have been announced by the 
Norfolk & Western: F. S. Baird, assistant general freight 
agent, Roanoke, Va., succeeding F. H. Pitman, promoted; C. F. 
Keeley, assistant general freight agent, Roanoke, succeeding 
Mr. Baird; A. C. Dunlap, assistant general freight agent, Ro- 
anoke; H. N. House, division freight agent, Roanoke, succeed- 
ing Mr. Dunlap; H. G. Rardin, commerce agent, Roanoke, suc- 
ceeding Mr. Keeley. 

The Federal Barge Line has announced the appointment of 
D. E. Drufner, of the Mobile, Ala., office, as commercial agent 
in New Orleans, to succeed D. E. Fee. Mr. Drufner’s place at 
Mobile will be filled by S. J. Peregoy, of Houston, Tex. The 
vacancy created by Mr. Peregoy’s transfer from Houston will 
be filled by Thomas J. Dee, who will assume the duties of trav- 
eling freight agent. Edward J. Mossy, Jr., succeeds Mr. Dee 
as traveling freight agent at New Orleans. 

At a meeting of the directors of the Indiana Northern Rail- 
way Company the following officers and directors were elected: 
C. R. Messinger, president; R. C. Rolfing, vice-president; M. E. 
Forbes, vice-president; H. F. Shider, vice-president and traffic 
manager; T. A. Freeman, secretary and treasurer; G. X. Beaud- 
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way, cashier; G. R. Lanphere, assistant secretary; director 
C. R. Messinger, R. C. Rolfing, M. E. Forbes, H. F. Shider. 7 . 
Freeman. + 
Richard K. Mellon, nephew of Andrew W. Mellon, Secretary 
of the Treasury, has been authorized by the Commission - 
hold positions with New York Central system lines, the Ligoni : 
Valley and the Pittsburgh & Lake Erie. al 


enna | 
Doings of the Traffic Clubs 
ee 


Frank D. Frampton, vicee-president and general manager 
Hopper Paper Company, Taylorville, Ill., will be the speaker at 
the monthly meeting of the Transportation Club of Decatur, at 
the Hotel Orlando June 18. Dinner will be served. 


The Pacific Traffic Association will hold a series of special 
meetings, beginning July 28, to discuss the ‘National Trans. 
portation Problem.” Papers will be submitted by traffic men 
representing the railroad, steamship, motor truck, and aviation 
interests. The meetings will be held in the Transportation Club 
rooms, Palace Hotel, San Francisco, convening at 8 p. m. At 
the July 28 meeting, the subject will be “What the Shippers 
Expect of the Transportation Companies.” The requirements of 
the shippers will be stated, and reasons given for preferring 
various types of transportation. August 25, there will be a 
paper on “Railroad Problems,” prepared by H. C. Hallmark, 
assistant general freight traffic manager, Southern Pacific Com- 
pany, with collaboration of Western Pacific and Santa Fe 
officials. September 22, motor truck and highway transportation 
problems will be discussed, and a paper submitted by George L. 
Hall, district manager of the Valley Motor Lines, San Francisco, 
with the collaboration of others in the industry. October 13 
(“Aviation Night”), a paper outlining the problems of the avia- 
tion industry will be presented by Major Burdette A. Palmer, 
chairman of the aviation committee of the association. October 
27, papers dealing with steamship and inland waterway problems 
will be read. The evening of November 24 will be devoted to 
criticism and rebuttal, and suggested solutions. he officers 


Fast Freight Service : Mexico 


Through the Ports of Tampico 
and Veracruz and the National 
Railways of Mexico 


From Veracruz to: 


23 hours 
23 hours 
20 hours 


Mexico City 
Pachuca- - 
Puebla - - 


From Tampico to: 
Mexico City 
Pachuca- - 


47 hours 
47 hours 


The National Railways of Mexico form the larg- 
est rail system in Mexico (8465 miles of track) 
serving 22 states, or approximately 76% of the 


total territory of the Republic. 
Weekly services: New York (Ward Line) 
New Orleans (Cuyamel Line—American 


Fruit & Steamship Corporation.) For complete information, communicate with 


F. N. Puente, Gen. Agt. F. C. Lona, Gen. Agt. 
441 Monadnock Bidg. Room 1520 
San Francisco, Calif. Two-O-One North Wells Bids. 
Chicago, III. 


p lines toall destinations A. Horcasitas, . _F, Alatorre, Com. Agt. . 
on theNational Railwaysof Mexico _ ois Pacide Blectle Blig 


V. H. Moscosso, Com. " 
RoomA-31, Railway Exch. Idg. 
St. Louis, . 
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do shippers and receivers of freight prefer M. A. T. 
service? 


Because we operate five ocean type freighters 
which are seaworthy and function with clock-like 
regularity. It is on the service of this fleet via the 
lakes that the M. A. T. Company’s reputation is 
built. 

Because our one Terminal operation at Buffalo 
and at Duluth serves all of our rail connections at 
both ports, and is the nucleus of our efficient han- 
dling and superior service. 

Because through these facilities and equipment, 
we provide exclusive package freight service that is 
invaluable to the shipping trade. 

Because we are leaders in the Game of Transpor- 
tation, awaiting your command to serve. 


TRY THE FAMOUS 
POKER FLEET SERVICE 


MINNESOTA-ATLANTIC 
TRANSIT COMPANY 


Detroit Trust Company Receiver 














a Philadelphia, 
a 

















Detroit, 


THE 
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and directors of the association feel that the high grade of 
papers to be submitted will insure discussion of great educa. 
Other transportation organizations, Students of 
transportation, and men interested in traffic work will be jp. 
The program was arranged in line with the suggestion 






New York, N. Y. 


Buffalo, N.Y. 
Mich. 
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tional value. 


vited. 
of the board of the Associated Traffic Clubs of America. 


The annual outing of the York Traffic Club will be given » 
Elm Beach, Conewago, June 18. A feature of the program jg a 
ball game between the club and the Traffic Club of Baltimore 
Sports include fishing, boating, bathing, etc. ‘ 


The annual outing of the Traffic Club of New England Will 
be held at the club house and grounds of the United Shoo 
Machinery Athletic Association, North Beverly, Mass., June 93 
There will be golf, track events and other sports. The United 
Shoe Machinery Corporation Band will give a concert in the late 
afternoon and dinner will be served. There will be a ball game 
between an industrial, headed by J. R. Pierce, and a transporta- 
tion team, with M. J. Connolly as captain, in the morning. 





For its annual basket picnic and outing the Toledo Traps. 
portation Club will take the steamer Greyhound to Put-In-Bay 
June 18. It will be an all-day affair. ; 





At the annual meeting of the Traffic Club of Pittsburgh, 
held in its quarters in the William Penn Hotel the evening of 
June 8, officers were elected, as follows: President, W. S. Guy, 

traffic manager, Carnegie Steel Com. 





re 





sented; first vice-president, F. M. 
Garland, general traffic manager, 
Pressed Steel Car Company; sec. 


sistant general freight agent, New 
York Central; third vice-president, 
L. R. Knapp, assistant general freight 
agent, Erie; secretary, A. H. On, 
commercial agent, Atlantic Coast 
Line; treasurer, S. B. Duff, assistant 
traffic manager, National Tube Con- 
pany; governors’ (Transportation), 
C. C. Dailey, general agent, Lehigh 
Valley Railroad; (Industrial), C. W. 
Gottschalk, chief clerk, export de 
partment, Jones and Laughlin Steel 
Corporation; M. C. Richards, traffic 
manager, Spang, Chalfant Company; 
H. N. Holdren, traffic manager, Pittsburgh-Des Moines Steel Com: 
pany; B. S. Thomas, general traffic manager, Standard Sanitary 
Manufacturing Company. Dinner was served to the meeting, 
presided over by the retiring president, A. L. Doggett, general 
freight agent, Baltimore and Ohio. Tribute was paid to him by 
several transportation and industrial officials for the harmony 
and success of his administration and he responded in a brief 
address, whereupon, in behalf of the club, Robert Main, district 
freight agent of the Canadian Pacific Railroad, presented to him 
a watch. Then President Guy assumed the executive chair. 








Exclusive use of Pine View Beach Club has been reserved 
by the Traffic and Transportation Club of Birmingham for its 
ninth annual outing June 16. Sports, dancing, and a barbecue 
are on the program. A baseball game between the club and 
the Bimingham Joint Terminal team was played June 6. 





At a joint dinner of the Traffic Club of St. Louis and the 
American Association of Railroad Superintendents at the Hote 
Jefferson June 10, Samuel O. Dunn, editor of the Railway Agé 
declared that “the railroads are in a financial condition that Is 
forcing their managers to seek advances in freight rates in the 
present depression, principally because of government policies 
that have reduced their earning capacity, and, at the same time, 
have unnecessarily increased the total amount the Americal 
people must pay for their total transportation service.” 





A joint meeting of the Women’s Traffic Club of San Francisco 
and the Pacific Traffic Association was held at the Palace 
Hotel June 9. The program was furnished by the railroads. 





The Industrial Traffic Club of San Francisco held a meeti: 
at the Commercial Club June 9. “Plan to Secure Reliability © 
Contract Carriers,” “Contract Truck Regulation in Florida Hele 
Unlawful by U. S. Supreme Court” and other subjects wert on 
the docket. 





The annual meeting and election of the Traffic <<" 
Cleveland will be held at the Lakewood Country Club, “¢ 
Dover, O., June 29. There will be golf, a bridge tournamel! ° 


pany, whose portrait is herewith pre. | 


ond vice-president. R. H. Douitt, as. | 































Te 


oS eS = 


Str 
rer 
dis 
it 


inv 
tell 


























































2¢| 
fic 
\s 
m- 
ry 
ng, 
ral 


ny 
rief 
rict 
him 


June 18, 1931 


This Book 
Is Free! 
Write today 
for your 
copy- 





The American To- 
bacco Co. uses A. 
W. A. warehouses 
—and so can youl 


To Sales Managers In Search of 


Profitable Markets 


| gmail NOW you probably know of many exist- 
ing sales opportunities . . . if only you had spot 
stocks in territories which you'd like to develop, but 
have not cultivated because you have no ‘‘branch’’ there. 

If that is your situation, A.W. A. Merchandise Ware- 
houses offer an economical solution to your difficulty: 


Send on your goods and your salesmen, and we will 
do everything for you in our 189 cities that your own 
branch houses could do in the physical distribution of 
your goods! And we’ll do it for less than it would 
cost you to operate a branch! 

Our member warehouses give ‘“‘branch house ser- 
vice’? every day of the year for Lucky Strike, Beech- 
Nut, Bon Ami, Borden, Carnation Milk, Colgate, 
Comet Rice, Karo . . . and thousands of other products, 
made by manufacturers large and small. 

T. T. Harkrader, traffic director of The American 
Tobacco Co., writes: ‘““We are using warehouses in 
sixteen of the larger cities for the distribution of some 
of our products, rendering the trade better service and 
making a saving in the cost of distribution. 

“I feel that the public warehouses have made great 
strides in the last decade in the service that they are 
rendering their customers, accomplishing the work of 
distribution with their excellent supervision better than 
it might be done in many cases by a branch agency.’” 

Possibly this plan of distribution will help you! We 


invite you to investigate. Our 32-page free booklet 
tells all about it. Send today for your free copy. 





AMERICAN 
WAREHOUSEMEN’S 


ASSOCIATION 
1913 Adams-Franklin Bldg., Chicago, Ill. 
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Save Mileage 


in your 


Traffic Department 


LERKS who make the miles 


mount in frequent trips between 
desk and file pile up your account- 
ing costs at the same time. For it’s 
the working, not the walking, per 
hour, that makes for Traffic Depart- 
ment efficiency. 


Standardize on McBee Rate Desks 
and Vertical-Flat Filing Cases, de- 
signed especially to put tariffs 
within easy reach of the clerk 
without his leaving his chair. 


McBee Vertical- 
Flat Tariff Files 


An assembly near clerk's desk 
puts tariffs within easy reach, 
saving time. Each drawer is a4 
separate unit, permitting forma- 
tions of single-unit drawers in 
floor space ordinarily wasted. 


All-steel. 





McBee Rate Desk 


Combines desk and filing facili- 
ties, saving floor space. As a 
file for numerous Traffic Depart- 
ment tariffs and records it saves 
time wasted on Frequent trips 
between desk and filing cases. Write for Specifications 
All-steel. and Prices. 


THE MCBEE BINDER CO. 
502 Madison-LaSalle Bldg. 
CHICAGO, ILL. 
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2 A MAP ERE 
DEPRESSION-PROOF 


HOUSTON 


Houston’s cotton exports for the present 
season to May 15 total more than 
the combined cotton exports 
of the next two ports. 


In spite of the fact that the 1930-31 season 
was far from a banner one Houston not 
only increased her lead as a cotton port, 
but topped her own total of last year by a 
quarter million bales. 


Which just means that more 
and more shippers are coming 
to realize the many advan- 
tages of shipping through 


AMERICA’S 
GREATEST 
COTTON PORT 


COTTON IS JUST ONE OF 
THE COMMODITIES IN THE 
HANDLING AND DISPATCH 
OF WHICH HOUSTON EXCELS 


Let us send you the Houston Port Book 
with interesting news and articles and 
the Houston Port Register with com- 
plete list of sailings and schedules. 


DIRECTOR OF THE PORT 


5th Floor, Courthouse 
HOUSTON, TEX. 
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baseball game between “Industrials” and “Transporters,” and 
other entertainment. Luncheon and dinner will be served. The 
ticket of nominations is headed by John W. Freeland, freigh; 
representative, B. & O., candidate for president. There are two 
or more candidates for all other offices. 





The Omaha Traffic Club will have its first golf tournament 
of the year at the Lakewood Country Club June 18. 





The Traffic Club of Baltimore will have its annual summer 
outing at Severn Bridge Beach June 25. It will be an all-day 
affair, with numerous sports on the program. Included are golf, 
baseball, swimming races, boat races and quoits. Luncheon ang 
dinner will be served, “with steamed crabs thrown in between,” 





The inter-city meeting of the Tri-State Traffic Club and the 
Chamber of Commerce of Carthage, Mo., originally set for June 
16, has been postponed to June 23, because of the annual picnic 
of the Traffic Club of Tulsa to be held at Sand Springs Park 
June 16 and 17. There will be a golf tournament in the after. 
noon with dinner, in the evening, at the Drake Hotel. Allen 
McReynolds, Carthage attorney, will speak on ‘The Interstate 
Commerce Commission and the Railroads.” 





The Transportation Club of St. Paul held its last weekly 
luncheon of the season at the Hotel Lowry June 9. 





T. W. Waldrop, vice-president and general manager, 
Southern Pacific Transport Company, Houston, Tex., spoke on 
“Evolution of the Coordination of Rail and Motor Service” at a 
meeting of the Traffic Club of Dallas at the Adolphus Hotel June 
10. Members of the Southwest Claim Conference, in session at 
Dallas, were guests. The program was arranged by F. B. 
McKay. Members of the club, their families and friends were 
extended an invitation to attend a dance and bazaar of the 
Junior Chamber of Commerce at Vickery Park June 5 and 6. 





The annual summer outing and picnic of the Transportation 
Club of Evansville has been set for June 24, at Bauers’ Grove, 
near Darmstadt. A variety of sports, with a baseball game 
between shippers and carriers, is on the program. Al Rumph 
heads the shippers’ ball team and Paul Lawrence will pilot the 
carriers’ team. 





The 1932 semi-annual meeting of the Associated Traffic 
Clubs of America will be held at the Lowry Hotel, St. Paul, 
Minn., April 27 and 28. 








NEW LINE TO BE OPENED 
Announcement is made by L. C. Fritch, vice-president of 


operation, Rock Island Lines, that the new line between Trenton | 


and Birmingham, Mo., will be opened to freight traffic July 1, 
when a full tonnage test train will be operated out of Kansas 
City. This line has just been completed, in conjunction with 
the Milwaukee Railroad, with a total length of 75.7 miles and 
at a cost of approximately $12,000,000. Effective July 1 the old 
single-track line between Cameron Junction and Birmingham 
will be discontinued for freight traffic. Passenger traffic vill 
be transferred on or about October 1, to the new line—in effect 
a double-track section, which will shorten the distance between 


Kansas City and Trenton, Mo., approximately 9 miles and permit | 


not only increased speed of trains, but also movement of much 


heavier tonnage than has been possible over the old line, accord: | 


ing to the announcement. 


ROLLING STOCK ADDITIONS 


Class I railroads of the United States in the first four 
months of 1931 placed 5,330 new freight cars in service, accord: 
ing to the car service division of the American Railway Asso 
ciation. In the same period last year, 34,987 new freight cars 
were placed in service. 

Of the new freight cars installed in the first four months 
this year, 2,356 were box cars, while there were 2,352 new coal 
cars placed in service. In addition, there were installed in the 
four months’ period this year 172 flat cars, 442 refrigerator cals 
and eight miscellaneous cars. ; : 

The railroads on May 1 this year had 8,554 new freight cals 
on order, compared with 33,723 on the same day last year. 

The railroads also placed in service in the first four mont” 
this year 39 new locomotives, compared with 283 in the same 
period in 1930. Pe 

New locomotives on order on May 1 this year totaled 
compared with 362 on the same day last year. ; 

Freight cars or locomotives leased or otherwise ac 
are not included in the above figures. 
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2 | Ship by Water 
WILLIAMS LINE 


BALTIMORE — NORFOLK — CHARLESTON 


FAST DIRECT SERVICE 
TO 


NEW YORK TO OR FROM 


3 NEW ELECTRIC LINERS 


ALL 33,000 TONS IN SIZE 


S.S. CALIFORNIA S.S. VIRGINIA 
S.S. PENNSYLVANIA 


Itinerary: New York-Havana- Panama Canal-Balboa- 


San Diege, Los Angeles Harbor, 
San Francisco, Oakland, 
Seattle and Tacoma 


San Diego (Westbound)-Los Angeles-San Francisco. 
Regular fortnightly sailings. 13 Days Coast-to-Coast in 
either direction. Thoroughly modern freight facilities SAILING FROM 

and refrigerated storage. Luxurious Passenger accom- STEAMER BALTIMORE] NORFOLK |CHARLESTON 
modations. Special garage decks for carrying —_ | - | | 


: June 22 June 25 
automobiles uncrated as baggage. i june 


Proposed Sailing Dates July 29 July 31 i, 33 


Westbound Bestteuad Aug. 11 Aug. 13 Aug. 16 
from New York fromSanFrancisco—*Los Angeles 
California .. —_ 27;Aug. 8 Virginia ... —_ 20;Aug. 1 Thru bills of lading issued to all other Pacific 
Virgimin .... ly 11; Aug. 22 Pennsylvania J 4; Aug. 15 
Pennsylvania’ July 25;Sept. 5 California . . July 18; Aug. 29 Coast Ports, Hawaii and the Far East 
For rates, dates ef sailings and ether information apply te 
WILLIAMS STEAMSHIP CORPORATION 


and fortnightly thereafter 
*from Los Angeles 2nd day following 
8 Bridge Street, New York. Telephones: Whitehall { ‘sons 
BALTIMORE, MD. PITTSBURGH, PA. wonsets, VA. 


fonama facifie fine 
109 East Redwood St. Oliver Bld Phones NORFOLE 21265 


* ALL NEW STEAMERS * ¥ 
Phone; PLAZA 7377 Phone; ATLANTIC 1432 
INTERNATIONAL MERCANTILE MARINE COMPANY CHARLESTON, 8. C. CINCINNATI, OHIO 
Pier 61 North River, New York City 1Broadway, New York City 9 Middle Atlantic Whf. Dixie Terminal Bldg. 
Phene; MAIN 1181 


(West 23rd St.) Tel. CHelsea 3-6760 Tel. Digby 4-5800 Phone; 4460 
Chicago, 180 N. Michigan Ave. Boston, 84 State St. And at our Branch Offices at perts ef eall, ete. 


Philadelphia, Public Ledger Bldg. Baltimore, Chamber of Commerce Bldg. 
San Francisco, 311 California St. Los Angeles. Central Bldg. 


* * * * 


Ship to MEXICO 


BYESTEAMER 
Fast Weekly Service 
New York to VERA CRUZ and TAMPICO 


Through Bills of Lading to all points on the Mexicao 
Railway or National Railways of Mexico 


Regular Service from New York to PROGRESO and PUERTO MEXICO 
‘ 
WARDOLINE 
New York and Cuba Mail S. S. Co. 


Foot of Wall Street 
New York City 


“NORTH WESTERN” Service 


Is Fast and 
Dependable 


OVER Modern equipment; up-to-date facili- 
— ties; an efficient, always-on-the-job 
ya nena personnel—these are among the 
milnayin | features that make up the service 
ILLINOIS P 
MiclGaN provided shippers by the Chicago & 
IOWA North Western Railway. It follows 
that freight routed care of “North 
Western” reaches its destination “on 


time” and “as shipped.” 








For full information ask any 
C.& N.W. Ry. Representative 


SHIP AND TRAVEL VIA 


1469 


NORTHWESTERN — 


“The best of everything in the best of the west- RAILWAY 








Ship the 
SIGNODE 



















Strong bands of tempered 
steel tightened under pressure 
Write for hold the load safe from dam- 
Code me age or pilfering. 

ter Shipping.” 


SIGNODE STEEL STRAPPING CO., 
2613 N. Western Avenue, 
Chicago, Ill., U. S. A. 


Offices in Principal Cities 

















Canadian Steel Strapping Co., Ltd. 
Montreal, Quebec 









Shipping Dollars 












NOW READY 


The Relations Between 


Transportation, Production 
and Marketing 


A reprint in booklet form of the forty-six articles 
written for THE TRAFFIC WORLD by Lewis C. 
Sorrell, Professor of Transportation, University 


of Chicago. 
PRICE 50 CENTS 


Other booklets and mdnuals for the traffic man: 


Fourteen Articles on Current Transportation Subjects, 
by Lewis C. Sorrell, 25 cents 
Freight Tariffs, by G. Lloyd Wilson, 50 cents 


Prices for the following: 50 cents each; two for 75 cents; 
three or more, 35 cents each. 























Densurvage Tarts... ...2.20.<+2200-6- by G. Lloyd Wilson 
Freight Routing----...---.........-...... by J. D. Collier 
Diversion and Reconsignment--------- by G. Lloyd Wilson 
Transit Services and Privileges------- by G. Lloyd Wilson 
Personnel of Railroad Traffic Departments 

J hndeenelaienneaeanthaiininniannmatetin inate by Charles E. Parks 
Special Freight Services-------------- by G. Lloyd Wilson 






Terminal Freight Services and Allowances, 2 volumes 
Maiian ieee ia ae anne share tametee cate by G. Lloyd Wilson 


Send remittance with order to 


THE TRAFFIC WORLD 


418 South Market Street Chicago, Illinois 













—ET—________________ The Traffic World 


Docket of the Commission 


NOTE—items in the Docket marked with an asterisk (*) hay 


been added since the last issue of The Traffic World. New a 


ments now on the Commission’s docket of dates later than herein 
shown will not bear asterisks when they do appear. Cancellations 
and postponements announced too late to show the change in this 


Docket will be noted elsewhere. 


June 15—Washington, D. C.—Examiner Woodrow: 
Finance Dkt. No. 3797—Excess Income of the Lake Terminal Raj. 
road Company. 


June 15—Argument at Washington, D. C.: 
23109—-Lake Charles Rice Milling Co. of La., Inc., vs. Abilene @ 
Southern et al. 
—_— States Terminal & Transport Co., Inc., vs. Tex. & Pap, 
y. 
June 15—Cairo, Ill.—Examiners McChord and Haden: 
23748 (and Sub. 1)—Lake County Oil Mill vs. I. C. R. R. et al, 
June 15—Columbus, O.—Examiners Cassidy and Davey: 
24225—Robinson-Ransbottom Pottery Co. vs. N. Y. C. R. R. et al, 
June 15—Roanoke, Va.—Examiners Clifford and Valentine: 
24241—Pulaski Veneer Co. et al. vs. A. C. L. R. R. et al. 


June 15—Washington, D. C.—Examiner Boyden: 
Finance No. 3804—Excess income of Ligonier Valley R. R. 
June 15—Sioux Falls, S. D.—Examiners Johnston and Shinn: 
21655 (and Sub. 1)—Traffic Bureau, Aberdeen Chamber of Com- 
merce, et al., vs. C. M. St. P. & P. R. R. et al. 
22084—Albert Dickinson Co. vs. C. & N. W. Ry. et al. (further hear- 
ing, for purpose of receiving proof as to amount of reparation). 


June 16—Argument at Washington, D. C.: 
23493 (and Sub. No. 1)—Haley-Neeley Company et al. vs. C. & VN. 
W. Ry. et al. 
23600 (and Sub. No. 1)—Traffic Bureau, Aberdeen Chamber of Com- 
merce, et al. vs. C. M. St. P. & P. R. R. et al. 


June 16—Washington, D. C.—Examiner Mattingly: 
22713—Armour Fertilizer Works vs. C. R. R. of N. J. et al. 
22981—American Cyanamid Co. vs. A. & R. R. R. et al. 
23246—Armour Fertilizer Works vs. A. C. R. R. et al. 

a o— _ 1)—American Agricultural Chemical Co. vs. A. C. 
> me St Bi. 

23376—Davidson Chemical Co. et al. vs. A. C. R. R. et al. 

23621—Olds & Whipple, Inc., et al. vs. A. & K. Ry. et al. 

——: = Royster Guano Co. vs. B. & O. R. R. et al. (further 
earing). 

24280 (and Sub. 1)—I. P. Shomas & Son Co. vs. A. C. R. R. et al 

24366—Donner-Hanna Coke Corporation vs. A. & K. Ry. et al. 


June 16—Indianapolis, Ind.— Examiners Cassidy and Davey: 
1. & S. 3571 (and 1st suppl mental order)—Dolomite and agricultural 
limestone between points in C. F. A. territory. 
June 16—Roanoke, Va.—Exa miners Clifford and Valentine: 
24266—Pulaski Veneer Corp. vs. Pa. R. R. et al. 


June 16—Memphis, Tenn.—Examiners McChord and Haden: 
24299—Hogan Construction Co. vs. I. C. R. R. et al. 


June 16—New York, N. Y.—Examiners Cheseldine and Mackey: 
24145—Wishnatzki & Nathel vs. Ry. Express Agency, Inc., et al. 
June 16—Eagle Pass, Tex.—Examiner Davis: : 
Finance No. 8762—Application Winter Garden Belt Ry. for authority 
to construct a line of railroad from Eagle Pass to Asherton, Tex. 


June 17—Argument at Washington, D. C.: 
21881—Pocahontas Tanning Co. vs. C. & O. Ry. 
23620—Swift & Co vs. Santa Fe et al. 
23768—The Pure Oil Co. vs. Santa Fe et al. 
22973—Charles S. Walton & Co., Inc., vs. B. & O. R. R. et al. 
June 17—Lynchburg, Va.—Examiners Clifford and Valentine: 
24285—Traffic Bureau—Lynchburg Chamber of Commerce, for N. & 
W. Overall Co., Inc., vs. Sou. Ry. et al. 
June 18—Newark, N. J.—Examiners Cheseldine and Mackey: 
24254—City of Newark, N. J., et al. vs. Pa. R 


June 18—Argument at Washington, D. C.: 
23218—Wm. E. Asplin Basket Co. vs. Penna. R. R. et al. 
23848—Quaker City Quality Cracker Co. vs. B. & O. et al. 
23448—West Dudley Paper Co. vs. N. Y. N. H. & H. R. R. 
June 18—Washington, D. C.—Examiner Johnston: 
Finance Dkt. No. 3798—Excess Income of Lancaster and Chester 
Railway Co. 
June 18—Monroe, La.—Examiners McChord and Haden: ' 
1. & S. 3576—Lumber stopped in transit to complete loading ° 
cars at Hodge and Ansley, La. t 
24134 (and Sub. 1 to 4, incl.)—Southern Carbon Co. vs. A. C. & }: 
Ry. et al. 
June 18—Richmond, Va.—Examiners Clifford and Valentine: 
24215—Bedford Pulp & Paper Co. vs. B. & O. R. R. et al. 
June 18—Washington, D. C.—Examiner Berry: . i 
23980 (and Sub. 1)—D. L. & W. Coal Co. vs. C. R. R. of N. J. e 
(further hearing). 


June 18—Washington, D. C.—Examiner Walsh: 


+ - % No. 3844—Excess income of Montana, Wyoming & Southern 


June 18—Washington, D. C.—Examiner Sullivan: Tele- 

* Finance No. 8868—Application of New England Telephone & oa 
graph Co. for certificate to acquire the capital stock of Centra: 
Telephone Co. 

June 19—Kansas City, Mo.—Examiners Johnson and Shinn: F. BY 
22020—Iola Cement Mills Traffic Assn. et al. vs. A. T. & S. F. ™ 

et al. (further hearing). 

June 19—Argument at Washington, D. C.: oie aa 
23478—Mount Royal Rice Mills, Ltd., et al. vs. St. L. S. W. By.* Fe 
— _—_ Sub. No. 1)—Hart and Reno, Inc., et al. vs. Santa 

et al. 
23629—-Kimball-Upson Co. vs. Santa Fe et al. 
23701—The Barrett Company vs. A. G. S. R. R. et al. Torthert 
« < eee Fruit Wrapping Mills, Inc., vs, Great No 
et al. 
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DIRECTORY OF ATTORNEYS AT LAW PRACTICING 
BEFORE THE INTERSTATE COMMERCE COMMISSION 





H. D. DRISCOLL JOHN C. FOSTER sla A KOFF 
Commerce Counsel ATTORNEY AT LAW 
and rae 700 Gheshesd St. 0. W. CBRTIFIED Pune teeeNtaNt (ILL.) 
vnileade Buildimg, Teles, (Ukinboms Washingten, D. C. COMMER CLaImMs 
Oklahoma Gity Office: Specializing in Interstate Commerce and saeemaascs: a - 
709-10 Getten-Grain Exchange Building Federal Departmental Practice 1500 BUILDERS DURA CEIOA Go, ILL. 
HARRY C. AMES THOMAS L. PHILIPS WARREN H. WAGNER 
ATTORNEY AT LAW ai pot eng = — . ATTORNEY AT LAW 
Successer te Keene & Ames a matters ‘ore Inter- 
pti anther 7 a gel = ; ral Seate | Ceommis- | Investment Building, Washington, D. C. 
Interstate Gemmerce Gemmission PRACTICE IN ALL COURTS Fermerly Assistant Chief Examiner 





| Transportation Bidg., Washington, D. C. | Liberty Central Trust Ce. Bldg., ST. LOUIS, MO. Interstate Commerce Commission 























DIRECTORY OF TRAFFIC MANAGERS, TRAFFIC, 
COMMERCE AND VALUATION EXPERTS AND SPECIALISTS 














HENRY J. SAUNDERS | BISHOP & BAHLER T. D. GEOGHEGAN 
CONSULTING ENGINEER —— MANAGERS COMMERCE SPECIALIST 












Cost and Statistical Analyses—Matters Relating a. p ornen doy and Btate / Eh. Cases Matters Before State and Federal 
te Rates—Censelidatiens and Valuatiens E. W. HOLLINGSWORTH Commissions and Departments 
Commerce Attorn 
648 TRANSPORTATION BLDG. <5 tah Genet, thenatianin Gate, TRANSPORTATION BUILDING 

WASHINGTON, D. 6. Reward Heed 1 Ofice: 969 Pine » Street WASHINGTON, D. 6. 


YOUR ANNOUNCEMENT | You can reach Traffic World JEROME E. LANE 


in this direct for 2 a readers each week FEDERAL VALUATION OF RAILROADS 























issues will cost less than first class Through the use of an advertise- . ; nas a P bo > 

postage to mail a single communi- ment in this space at the small — peeriay ti and @ er wise. ate 
om te ent . expense of about one-fortieth of a Spostatet on Ra Rais read 

catven one of our readers. a cent per subscriber. Rortotored Peepratcale and Valuations | i.s 









QUAKER LINE 


LEONARD’S GUIDE 
DEPENDABLE SERVICE ee a ae 


FREIGHT, EXPRESS, PARCEL POST 

From ALB ANY, NN Y.— Monthly Rates and Routing - All in One Book! 
B Oe Oe a eae Sampto Sects 
NEW YOR —Weekly G. R. R. Leonard & Co. 
PHILADELP PRIA. PA’ —Weekly 155 N. Clark St., 15 E. 26th St., New York 





To yoy ¥ yon Zone), San Diego, 
es, San Francisco, 
Oakland, I Ponlend, Seattle, Tacoma. 


For Rates and Other Particulars Apply 


QUAKER LINE 


Chiecago’s and Kansas City’s 


Merchandise wot tess warenouses ouseEs 
Storage AL hee an, > 


KAN 

PHILADELPHIA: The Bourse BUFFALO: McKinley Bidg. TE 

BOSTON: ‘oad Street CHICAGO: 327 S. LaSalle Street KS 

NEW YORK: 24 State Street CLEVELAND: Hippodrome Bids. cRoo caco: Pool Car 
ALBANY: D. & H. Building DETROIT: General Motors Bidg. 






2000 Carloed §=Distribution 








Foreign Freight 
Forwarders 


Established 1884 


D.C. ANDREWS & CO., Inc 
27-29 Water Street, New York, U.S. A. 


Boston Office: 
92 State Street 


as 





TERMINAL WAREHOUSES OF ST. JOSEPH, Inc. 
ST. JOSEPH, MISSOURI 





















Damage-free shipments? 


... yes, sir, if you pack the 
New “Cushioned Unit’’ Way! 


NE of the largest carload shippers in the 
country has cut damage claims to 1/1000 
of 1%. You, too, will find the answer 
to your shipping problem in this unique, 

simple method—and at a cost actually less than 
the usual methods of bracing, etc. 


All you have to do is divide each carload into 
several units, cushion each one thoroughly with 
Buffing Excelsior—and your shipment is com- 
pletely cushioned against any unexpected bump, 
end thrust, and the usual shocks of every day 


shipping. 







Ship Your Next Carload 
The “Cushioned Unit’ Way 


—alt our expense 






Every traffic manager interested in reducing dam- 
age to a minimum should be thoroughly acquainted 
with this unusual method of carload shipping. 
A trial on an early carload will provide a con- 
vincing demonstration. Write for further details. 


MERICAN 
EXCELSIOR 


CORPORATION 


General Offices 
1000-1016 N. Halsted St. Chicago, Ill. 


OTHER PRODUCTS 
Excelsior Pads—The original ‘‘tight pack’’ 
that absorbs the shocks. 


Bottle Wrappers—Used successfully for 40 
years by the world’s largest bottlers. 


Excelsior in Bales—Clean and sanitary, right 
from the forest. 


Wood Wool -- Extra fine from Northern 
Basswood. 


Butting 
Kxcels sior 


for the new “cushioned unit’ packing method 
—available from 17 shipping points 
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June 20—Shreveport, La.—Examiners McChord om Haden: 
24039—Haynes Bros. vs. A. T. & S. F. Ry. et al. 
June 22—Argument at Washington, D. C.: 
* 21224—Pfaltzgraff Pottery Co. vs. Pennsylvania  &. 
June 22—Jackson, Miss.—Examiners McChord and Hayden: 
1. & S. 360i—Loading rules on tomatoes in Mississippi Valley, 
June 22—Washington, D. C.—Examiners Clifford and Valentine: 
24232—-Mount Royal Rice Mills, Ltd., et al. vs. S. P. Co. et a]. 
June 22—Washington, D. C.—Examiner Oliver: 
Finance Dkt. No. 3664—Excess Income of Chattahoochee Valley Raj). 
way Company. 
June 22—Binghamton, N. Y.—Examiners Cheseldine & Mackey: 
a Coal & Supply Co., Inc., et al. vs. C. R. R. of Nn. 
. et a 
June 22—Kansas City, Mo.—Examiners Johnson and Shinn: 
24387—Southwestern Milling Co., Inc., vs. C. B. & Q. R. R. et.aj, 
June 23—St. Louis, Mo.—Examiners Johnson and Shinn: 
24283 (and Sub. 1)—Best Brick Co. vs. Southern Ry. et al. 
: & S. 3603—Stone from Mo. pts to Kellogg, IIl. 
. & S. 3610—Brick from Jackson, Mo., to E. St. Louis, III. 


ps 23—Washington, D. C.—Examiner Curtis: 
1. & S. 3573—Dry earth paint from Henry, Va., to destinations in 
Cc. F. A. territory. 


June 23—Argument at Washington, D. C.: 


16750—National Poultry, Butter & Egg Assn. et al. vs. Aberdeen & 


& Rockfish et al. 
-— © o we of Commerce, Hastings, Neb., et al. vs. C. & N. W. 
y. et al. 
21449—Farmers’ Equity Cooperative Creamery Assn. vs. B, & M. 
x. &. ot al. 


June 23—Washington, D. C.—Examiner J. V. Walsh: 
Finance Dkt. No. 8672—In re application of New York Central R. 
R. Co. for authority to acquire and operate the railroad of Chi- 
cago, Attica & Southern R. R. Co. 


June 23—Hutchinson, Kan.—Examiner Davis: 
Finance No. 8692—Application Arkansas Valley Interurban Ry. for 
— to construct an extension of its line in Reno county, 

an 
Finance No. 8715—Application Hutchinson & Northern Ry. for au- 
thority to construct an extension of its line in Reno county, Kan. 


CAR SURPLUS REPORT 


The average daily surplus of freight cars in the period 
May 23-31, inclusive, was 615,924, as compared with 623,658 
cars the preceding period, according to the car service division 
of the American Railway Association. It was made up as 
follows: 


Box, 262,233; ventilated box, 2,443; auto and furniture, 41,643; 
total box, 306,319; flat, 20,691; gondola, 128,064; hopper, 110,440; total 
coal, 238,504; coke, 744; S. D. stock, 26,308; D. D. stock, 4,853; re 
frigerator, 16,003; tank, 743; miscellaneous, 1,759. 


Canadian roads reported a surplus of 34,639 cars, made up 
of 31,000 box, 1,000 auto and furniture, 100 flat, 175 gondola, 
550 S. D. stock, 1,615 refrigerator and 199 miscellaneous cars. 


TELEPHONE COMPANY EARNINGS 


For the three months ended with March, one hundred and 
five telephone companies each having annual operating reve 
nues in excess of $250,000 had aggregate operating income of 
$69,202,739, an increase of $1,411,704, or 2.1 per cent, as com 
pared with the income for the corresponding period of 193 
according to statistics compiled by the Bureau of Statistics of 
the Commission from company reports. Telephone operating 
revenues totaled $290,535,929, a decrease of $2,475,139 compared 
with the corresponding period of 1930, while telephone operating 
expenses totaled $193,976,050, a decrease of $5,164,877 compared 
with the corresponding period of 1930. Mor March the oper 
ating income ane $24,106,055, an increase of $1,296,483 compare 
with March, 1930. Operating revenues totaled $98,500,726, a dé 
crease of $1, Po 758 as compared with March, 1930, and expensé 
totaled $65,217,474, a decrease of $2,834,522 as compared wit 
March, 1930. The number of company stations in service @ 
the end of March was 17,134,310, an increase of 33,737 as col 
pared with March, 1930. 


FOR SALE—Bound volumes I. C. C. reports Nos. 1 to 165, inclusive 
perfect condition; reasonable. Address C. F. A. 328, care Trafli 
World, Chicago, IIl. . 


HEADQUARTERS FOR STANDARD TRAFFIC FORMS: Bills 
lading in three standard sizes, claim forms, inbound and outbou! 
car record sheets with binder, Canadian customs invoices in two sizé 
export declarations, copy of freight bill, etc. Send for your copy 7 
handy folder containing samples and price list. The Traffic Wo? 
418 South Market Street, Chicago. 


We Bind The Traffic World 


In Best Grade Buckram for $2.25 Per Volume (26 Numbers) 


Prompt Service and Quality Work Guaranteed 
We Also Bind All Kinds of Publications 


The Book Shop Bindery 


350-354 West Erie Street 
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